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Madison Aye., 


Stop paving failure 
along your track! 


When water gets between the rail and the paving, and 
freezes, something must yield. The paving blocks must 
buckle on each other, or the concrete must fail. 


Carey Elastite Rail Filler Used. 


Albany, N. Y. 


But if you lay a snug-fitting, water-tight, resilient asphalt 
cushion of Carey Elastite Rail Filler in the rail, bonding 
with the concrete or the bituminous filler, you eliminate 
the fundamental causes of pavement failure—rail vibration, 
trafiic—impact, expansion and the action of water and frost, 
and you provide a cushion that greatly reduces traffic-noise. 


THE PHILIP CAREY COMPANY 
53 Wayne Ave., Lockland, Cincinnati, Ohio 
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BLocK PAVEMENT 


Twenty Cents Per Copy 
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} Elastite 


in place 


Carey Elastite Rail Filler is made 
to exactly fit any rail section. 


Elastite Rail Filler 
Is Easy to Install 


a tap of a mallet holds it 
in the web of the rail. 


Carey Elastite Rail Filler is a compo- 
sition of specially-tempered asphalt 
and fibre which is used as a resilient 
cushion between the rail and the 
pavement, absorbing traffic-impact, 
rail vibration and traffic-noise. It 
is preformed to fit any rail-section 
and is readily shaped on the job to 
fit any track-curve. It is unaffected 
by moisture or temperature changes 
and is enduring under all service 
conditions. 
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Installing 


{ Rail Filler. 
A tap of the 
mallet sets 
it securely 
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In Transportation, as 
well as in Football, 
teamwork is vital, andin 
cache United Effort wins. 


Pennsylvania Railroad © 
Multiple- Unit Train 


Long Island Railroad 
Multiple-Unit Train 


Multiple-Unit Trains 


provide the most efficient means of 
transportation for the commuting 

public. The ability to adjust the 

motive power to traffic require- 
ments, and the increased acceler- 
ating rates obtained from the 
United Efforts of each car in the 
train, daily accomplish wonders 
in meeting the demands for 
Efficient Mass Transportation. — 


Westochouse Electric & Manufacturing Company 
East Pittsburgh Pennsylvania 
Sales Offices in All Principal Cities of 
the United States and Foreign Countries 


Electric Railway Journal 


Consolidation of Street Railway Journal and Electric Railway Review 
Published by McGraw-Hill Company, Inc. 
Morris Buck, Managing Editor 
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Municipal Ownership— 
or Public Ownership 


HICAGO is about to vote on a new transportation 

ordinance, as outlined elsewhere in this issue. The, 
City Council has passed it by a vote of 40 to 5, 
which indicates at least a fair chance of approval by the 
voters at the coming referendum on April 7. 

After 30 years of strife over local transportation the 
solution now offered is essentially an expedient. A 
previous attempt to give the city a unified compre- 
hensive system to provide for future growth was de- 
feated in 1918. The present proposal introduces sev- 
eral new features. It eliminates the necessity of grant- 
ing a long-term franchise to permit financing, by issu- 
ing municipal certificates for this purpose. It avoids 
the use of general tax funds for the benefit of the car 
rider by insuring a flexible rate of fare that is auto- 
matically changed without action by the city council. 
Capital account will be amortized through the establish- 
ment of a sinking fund that must be paid out of the 
car fare. Freedom from political control is sought 

‘through vesting broad powers in a railway board repre- 
senting the city and security holders. A universal city- 
wide fare with free transfers between surface, elevated 
and subway cars is established for the purpose of 
encouraging maximum use of rapid transit facilities for 
the longer rides. 

Mayor Dever says the ordinance provides for munic- 
ipal ownership. He was elected as an advocate of that 
program. But in an interview with a representative of 
ELECTRIC RAILWAY JOURNAL, he said: “That does not 
mean political control. Quite the contrary. It means 
taking traction out of politics; providing a plan which 
will enable a comprehensive system to be developed to 
meet the present and future needs of the city. The 
board of operation is designed with a view toward pro- 
viding an incentive to efficient and economical operation 
at least equal to that given by regulated private manage- 
ment under a service-at-cost franchise.” 

Samuel Insull, speaking to stockholders of the Com- 
monwealth Edison Company, said that he had not much 
faith in a scheme of shifting responsibility from indi- 
vidual management to municipal management. But, ac- 
cording to Mr. Insull, so urgent is the necessity that, 
speaking as a representative of the capital represented, 
he did not care what the scheme might be, provided 
it contemplated a co-ordination of the local transporta- 
tion facilities in Chicago and a development of rapid 
transit in the largest sense of the word. He feels that 
the Mayor’s plan is entitled to a friendly hearing and 
an impartial judgment. 

Frank O. Wetmore, president of the First National 
Bank of Chicago, a representative of the bondholders 
of the surface car properties, said in a recent 
interview to the press that the municipal certificates 
which would be issued in exchange for existing securi- 


ties and for raising new money would be sound securi- 
ties. He added that the plan proposed is neither private 
ownership and operation nor municipal ownership and 
operation. 

On its face the ordinance to be submitted to the 
voters of Chicago will be called municipal ownership. 
Title to the properties will be vested in the city. Ac- 
tually, however, the lines will be owned by the holders 
of the “municipal railway certificate.” Control will be 
vested in the board of nine members representing both 
the city and the security holders and designed to be free 
of political meddling. When 51 per cent of the out- 
standing certificates are retired, the city will acquire a 
controlling membership on the board. Then the danger 
of political plundering may become imminent. In that 
the present ordinance postpones this opportunity for 
the patronage dispenser 40 years lies one of its greatest 
virtues. Consequently, though it bears the label of 
“Municipal Ownership,’”’ which may cause the ever-pres- 
ent zealots who espouse that cause ‘in other communities 
to point to Chicago as the largest new recruit, it has for 
the present at least taken only a step in that direction. 


Transit Matters Move Fast 
in New York 


EVELOPMENTS in the New York transit situa- 

tion since the presentation to the Governor of the 
McAvoy report early last month have been rapid. The 
Transit Commission has indorsed it in its entirety. The 
Interborough Rapid Transit Company has taken excep- 
tion to one suggestion, that of lengthening the short 
local station platforms, not from a transportation stand- 
point but because it declares the cost of making this 
change to be beyond its credit capacity. It therefore 
urges a higher fare in a “memorial” to the Governor 
and legislature. In this memorial the company asks for 
itself only enough of the added fare “to enable it to 
render adequate service and make such additions and 
betterments as may be found necessary or advisable by 
the public authorities having jurisdiction in the matter.” 
The Merchants’ Association of New York through its 
committee on rapid transit has condemned the Mayor’s 
plan of an isolated subway system instead of extensions 
unified and co-ordinated with the existing lines. 
Finally, the Governor, to whom the McAvoy report was 
addressed, has accepted and approved its findings. By 
a curious kind of logic, however, he uses the statements 
in the report of a deadlock between the Transit Commis- 
sion and the city as an argument for complete home rule 
in New York on transit affairs. 

The Governor therefore recommended the abolition of 
the commission and the transfer of its present powers 
to the city. He also urged an expansion of the present 
borrowing powers of the city by a constitutional change 
so that it may build and operate new subway lines. In- 
cidentally, although the Governor does not say so, such 
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additional credit, unless specifically limited to the con- 
struction of new subway lines, would enable the city to 
take over a considerable part of the existing lines under 
the “recapture” clauses of the dual contracts, thus pro- 
viding for a city-wide municipally owned and operated 
transit system. In many respects the differences of 
opinion are not very great at present in the rapid 
transit policies of the Mayor and the Governor except 
as to whether the projected tunnel between Brooklyn 
and Staten Island will carry passengers and freight or 
only passengers. On this point the Governor explains 
that the nature of the proposed tunnel was specified by 
law and recommends this law be repealed. 


Nothing Is Gained by 
Withholding Information 


TREET railway service is subject to frequent inter- 

ruptions from causes which are beyond the power of 
the management to control. No reasonable person will 
criticise the companies harshly for unavoidable delays 
of this kind. The attitude taken by the railway men 
toward the public after the delay has occurred, however, 
has an important influence on the way the latter feels 
about it. 

That no effort will be spared to remove the cause of 
delays and to get the cars moving again as quickly as 
possible may be assumed. Meanwhile passengers are 
waiting impatiently in cars that remain motionless 
while other people are standing at terminals and street 
corners wondering why no cars come. “What is the 
matter? When will a car come?” Every one wants to 
know. Too often no effort is made to furnish informa- 
tion of this kind. 

Nearly every line has some terminal point. Some- 
times it is in an imposing terminal building and some- 
times it is only an outdoor loop or switchback. But 
' in any case there is likely to be a uniformed inspector 
or starter at hand. He usually has telephone com- 
munication with other points on the line and with the 
carhouse. The chances are that he knows the reason for 
any serious interruption to service and how soon the 
cars will be running again. 

For some reason difficult to fathom, however, such 
men are often reluctant to give this information to the 
impatiently waiting people. Nothing is gained by this 
policy. In fact, a slight annoyance becomes a serious 
grievance when the passenger is so treated. The more 
progressive among the steam railroads long ago gave it 
up and adopted the plan of posting on a bulletin board 
the expected time of arrival of delayed trains and, where 
possible, the cause of delay. Why should not the street 
railway give all available information to its waiting 
patrons in case of interruption to service? 

Besides being a satisfaction to the prospective pas- 
senger to know how soon he is likely to get a car, it 
would in many cases be a real convenience. If he knew 
that no car would come for 15 minutes he might be able 
to do an errand which he was planning to postpone to 
another day. Or again, if he were on his way to keep 
an appointment, this quarter of an hour might give him 
time to get in touch with his friend by telephone and 
explain the reason for his tardiness. Examples of how 
this policy would benefit the passenger might be multi- 
plied indefinitely. In the long run any policy in matters 
of this kind that benefits the passenger benefits also the 
railway. 
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Adverse Weather Conditions 
and Bus Service 


FEW years ago many persons thought that the 

bus was only a fair weather means of transporta- 
tion and that it could not render dependable service 
during the winter with snow and ice on the ground. 
In the light of greater experience, however, this opinion 
must be revised somewhat. Although the electric rail- 
way is inherently far better able than the bus to cope 
with a severe snowstorm, other factors have handi- 
capped its actual effectiveness in operating under 
adverse weather conditions. 

For example, the benefit of the better traction secured 
by steel wheels on steel rails as compared with rubber 
tires on a snow-covered asphalt pavement is entirely 
lost if some such rubber-tired vehicle as a 5-ton truck 
becomes stalled on the car tracks. Then again, as 
soon as the railway with its powerful plows and 
sweepers clears a path through the snowdrifts in the 
streets, all other vehicles hasten to take advantage of it 
and the speed of cars is reduced to a mere crawl, 
or perhaps they are halted altogether. Such conditions 
usually continue to hamper railway operation for days 
or weeks after a heavy snowfall. Theoretically this is 
unnecessary and unfair, but it is the actual situation 
in most cities and no altogether satisfactory remedy 
for it has yet been found. A similar condition exists 
with buses where the entire street area is not cleared 
and vehicles are required to travel in single file. 

Where buses are used they encounter their most 
serious difficulties soon after the beginning of a storm. 
They slip and slide and often get stalled in deep snow. 
By the second or third day, however, some sort of a path 
has been made, and with the help of chains more or 
less dependable operation is possible. From that time 
on until the snow finally disappears there is little to 
choose between the bus and the trolley so far aS regu- 
larity of service is concerned. 

Dire predictions often heard, that the bus would be 
utterly useless as soon as the first snow fell, have not 
been fulfilled. Bus operation is hampered by unfavor- 
able weather conditions, but in general it must be 
admitted that these vehicles have been able to open 
up their routes and render fairly acceptable service in 
spite of the elements. 


Fuel Costs Go Up 
for the Principal Competitor 


LECTRIC railway officials and stockholders will re- 

gard with more equanimity than most persons the 
increases in the price of gasoline which have taken 
place during the last few weeks. While many railway 
companies operate buses and other automotive equip- 
ment, the disadvantage of a larger outlay for fuel for 
this equipment is more than counterbalanced by the 
fact that the principal competitor of the electric rail- 
way, the private automobile, is entirely dependent upon 
gasoline for its propulsion. It may be said that the 
cost of gasoline is one of the comparatively minor 
expenses in automobile operation, being usually ex- 
ceeded by both tires and garage storage, and often by 
both depreciation and maintenance as well. Neverthe- 
less an increase of 80 per cent or more in the cost 
of gasoline, such as has taken place within the last two 
months, is likely to make an impression on the average 
automobilist. 
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The Motor Car Is the Usual 
Has Center Doors 


Two-Car Trains of This Type Are Used During Rush Hours with a Crew of Two Men. 


Front-Entrance-and-Exit Type, While the Trail Car 


Public Service Railway Has 92 per Cent 
One-Man Operation 


This Company Now Operates More than 1,200 One-Man Cars on 70 Lines—Schedule 
Speed Has Been Slightly Increased and the Number of Boarding and Alighting 
Accidents Reduced Nearly 20 per Cent — Pneumatic Doors and Electric Fare 
Boxes Have Been Installed on Converted Cars—No Platform Employees Laid Off 


N FEBRUARY of this year the Public Service Railway 

of New Jersey was operating slightly more than 
: 1,200 one-man cars on 70 lines. This constitutes 
about 92 per cent of the total service operated by the 
company. The present situation is the result of a steady 
growth of the one-man idea on this property during the 
past 2 years, particularly during the last 12 months. 
Outstanding results are an increase in the schedule 
speed, a reduction in the number of boarding and alight- 
ing accidents and important savings in operating ex- 
penses. 

One-man operation on city lines was first undertaken 
by the Public Service Railway with the inauguration of 
safety car service in Paterson on Sept. 5, 1920. Prior 
to that time one or two shuttle lines in outlying districts 
had been operated in this way, but all the city and 
interurban cars were operated by two men. The Birney 
cars installed in the fall of 1920 were the first of 200 
which the company had ordered a short time before. 
Eventually these were all put in service in various towns 
where the railway operates. 

Double-truck one-man cars were first tried by this 
company on Noy. 28, 1921, on a crosstown line in New- 
ark. These were standard 40-ft., double-end, side-seated 
cars, converted for one-man operation. Riding on this 
experimental line was fairly heavy, but it had the 
advantage of operating throughout almost its entire 
length over a route where no other cars ran. Following 
a successful trial on this route, one-man operation was 
gradually extended to other lines where the operating 
conditions were more or less similar. 


In January, 1923, of the total number of cars oper- 
ated by the Public Service Railway, 15.7 per cent were 
of the one-man type, either Birney or converted. 
During the first 7 months of the year this percentage 
was increased to 19.5. Then in August and September 
occurred a serious strike of platform men and all service 
was suspended for 59 days. When operation was 
resumed in October the one-man cars constituted 19.4 
per cent of the total. 

Soon after the resumption of service a 5-cent zone 
fare system was put into effect, as described in ELECTRIC ' 
RAILWAY JOURNAL for Oct. 6, 1923. A combination of 
circumstances, including an increase in wages granted 
to the men, a loss of traffic due to the strike and the 
fact that even under the previous 72-cent fare the 
company had been losing money steadily, made it 
imperative that every possible operating economy 
be practiced. With this end in view it was decided to 
extend the use of one-man cars. How this has increased 
month by month is shown by the accompanying curve. 
Almost without exception each month has seen an 
increase in the number of one-man cars in operation, 
until at the end of January there were 1,199 such cars. 
Today the total is slightly more than 1,200. Two-man 
operation is still in effect, however, on a few of the 
interurban lines. 

Heavy riding on certain city lines has not prevented 
the use of one-man cars. These are now operating on 
routes where the rush-hour headway is one minute 
or less. Two-car trains have been used to advantage on 
some lines during the past winter. They were particu- 
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larly valuable in the emergencies caused by the severe 
snowstorms in January, when occasional irregularities 
in headway were unavoidable. A standard center- 
entrance trailer is permanently coupled behind a car 
of the ordinary front-entrance type. One man is 
stationed on each car. Signals are transmitted by a 
Single-stroke electric bell system which has _ been 
installed in addition to the ordinary buzzers. 


i CHANGES MADE IN CONVERTING CARS FOR 
ONE-MAN OPERATION 

After a careful study of the question of one-man 
operation, the company decided that it was of primary 
importance to have plenty of room on the platform of 
such a car, in order to separate boarding passengers 
from those alighting, and thus increase the speed of 
interchange. Conversion of double-end, longitudinal- 
seat cars, equipped with double folding doors on both 
sides of both platforms, was comparatively simple. 
Except where it was 100 
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number of additional seats on the back platform. 

All one-man cars operated by the Public Service 
Railway are equipped with pneumatic door engines, this 
being thought essential to good service under these 
conditions. A motorman has three door-operating han- 
dles. One is for each of the front doors and the third to 
control the rear door. An emergency control for the use 
of passengers in case of accident has been arranged and 
placed in a glass-covered case on the back platform. ° 

A more difficult problem arose concerning the con- 
version of single-end cars for one-man operation. Most 
of these cars had small front platforms and large rear 
platforms. In the case of those with longitudinal seats 
the ends of the car were reversed and double folding 
doors were installed on what previously had been the 
blind side of the rear platform. An emergency exit 
door was installed on what had been the blind side of 
the front platform, while the doors formerly used were 
boarded up. 

’ This method of conversion, however, was not feasible 
in the case of cars equipped with cross seats. It was 
necessary in such cases to extend the front platform 


about 23 ft. and to remove the bulkhead which formerly 
separated the motorman from the passengers. An 
unusual outcome of the rebuilding program is that the 
changes have tended to give the rolling stock a more 
uniform appearance. Whereas on account of the dif- 
ferent platform lengths the single-end cars used to 
present a sharp contrast to the double-end cars, all cars 
now have nearly the same exterior appearance. 

On the near side of the dasher of every one-man car 
a red sign has been painted to indicate that it is a 
front-entrance car. In the vestibule window imme- 
diately above this is displayed a smaller reversible sign 
to indicate whether.the car is operating pay-as-you- 
enter or pay-as-you-leave. Red and blue colors are 
used respectively to distinguish the two fare collection 
methods. In general, single-fare lines are operated 
pay-enter inbound and pay-leave outbound. On two- 
fare lines cars are operated pay-enter in the first zone 
and pay-leave in the second, irrespective of the direc- 
tion in which they are going. Where there are more 
than two zones identification checks are used. For 
example, on a three-fare line in all zones passengers 
pay on entering. In the first area no identification 
check is issued and no fare collected when the pas- 
senger alights. Those boarding in the second zone 
receive an identification check, and in the third 
zone a different kind of identification check. The fare 
collected when the passenger gets off depends on the 
color of the identification check which he has. The 
number of checks averages only about 870,000 per 
month, and this is not an important item of expense. 
More than 6,500,000 transfers were used per month 
when the 74-cent fare was in force. 


FARE COLLECTION SPEEDED UP 


On the converted cars of the Mount Prospect line, 
in Newark, electric fare boxes have been installed. 
This is a fairly heavy crosstown route serving resi- 
dential districts at its two ends and passing through 
the center of the city. Checks were made before and 
after the installation of automatic fare boxes to deter- 
mine their effect on the speed of operation. More than 
1,200 observations showed an average time of 2.16 
seconds per boarding passenger with the old style fare 
box and approximately the same number of observations 
gave an average of 1.92 seconds after the change. This 
indicated a time saving of about 12 per cent and the 
company is now considering the installation of auto- 
matic fare boxes on other lines. 

Another means to reduce the time taken boarding 
and alighting is the use of street collectors. During 
rush hours they are stationed at fixed points in the 
congested districts, usually on safety aisles, and collect 
fares so that in the afternoon passengers may board 
cars by the rear door, or in the morning leave cars 
by the rear doors on pay-leave lines. Actual door 
operation is controlled by the motorman. By means of 
a single-stroke electric bell the collector signals him 
when to open and close the rear door. A push button 
for this signal is inconspicuously located alongside 
the door. f 

In the Public Service terminal building automatic 
turnstiles have been installed at the stairs leading down 
to the subway loading tracks and up to the elevated 
platforms. Passengers board cars on these upper and 
lower levels, using doors at both ends. Loading time 
is thus saved at small cost. The only attendants neces- 
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sary for the operation of the turnstiles are in the 
change-making booths in the center of the terminal con- 
course. As the fare is 5 cents and no transfers are 
issued, the use of automatic turnstiles is a practicable 
arrangement. 

To train several hundred conductors to be motormen 
and vice versa was a big problem connected with the 
extension of one-man operation. This involved the 
instruction of a larger number of men in a shorter 
length of time than would ever have been the case under 
normal circumstances. The method followed was to 
send these men to the instruction school, where they 
took the regular courses, old motormen taking that 
for conductors and old conductors taking the motor- 
men’s course. They then returned to their own car- 
houses and were immediately put back on the cars. The 
force of traveling instructors was not sufficient to 
detail one to each of the new men, so it was arranged 
that they should break in at their new jobs in pairs. 
That is to say, an old motorman and an old conductor 
took out a car precisely as before except that they 
were both on the front platform and the motorman 
collected fares while the conductor operated the car. 
Hither was therefore available to act as instructor to 
the other, being thoroughly familiar with that work. 
Moreover, if a car became slightly late or otherwise 
involved in difficulty, the trainmen could revert to their 
old jobs until the emergency had passed. 

This plan of breaking in in pairs was followed for 
about 10 days. By the end of that time it was thought 
that a man should be able to do the work unassisted and 
he was sent out alone. In most cases this worked very 
well, but where a man had failed completely to master 
the new work an inspector or instructor was assigned 
to stay with him a while longer. 

A few of the older men have appeared to be temper- 
amentally unfitted to be one-man car operators. They 
have therefore been assigned to lines which continue 
to operate two-man cars or have been given other work. 
During the entire period of change from two-man to 
one-man operation no trainmen have been discharged 
on account of the reduction in number of men required 
to operate the cars. For this reason, and because a 
one-man operator is paid 5 cents an hour more than 
aman who works a two-man car, there has been prac- 
tically no opposition on the part of the employees. 


Single and Cross Seat Cars Have Been Converted for One-Man 
Operation by Extending the Front Platform and 
Installing Double Doors 


In addition to the reduction in operating expenses 
which has been made possible by using fewer men on 
the cars, the company has made other savings on 
account of increased schedule speed and a reduction 
in the number of accidents of certain kinds. In Decem- 
ber, 1921, after safety cars had been in service for 
slightly more than a year, their schedule speed was 7.82 
m.p.h. and the entire system averaged 9.42 m.p.h. 
The schedule speed for the system has been increased 


0.05 m.p.h., to an average of 9.47 m.p.h., at the present 


time. 

The reason for the increase in the general average 
speed of the system is thought by the management to 
be that a one-man car is able to take advantage of 
traffic openings more quickly than is a two-man car. 
Where traffic signals are used a one-man car operator 
is able to start instantly if all his passengers are 
aboard, when the traffic signal allows him to proceed. 
The motorman on a two-man car, on the other hand, 
must wait until he receives a signal from the conductor, 
and thereby an appreciable amount of time is lost. 

Statistics compiled by the claim department of the 
railway show that there has been no increase in the 
number of accidents due to the operation of cars by one 
man. On the contrary, in 1924 there were 585 fewer 
boarding and alighting accidents than in 1922. The 
year 1923 is not considered because of the long suspen- 
sion of service. This is a decrease of 19.7 per cent and 
is attributed by the company to the fact that pas- 
sengers get on and off under the eye of the motorman. 


Time Is Saved Because the Operator of a One-Man Car Is Able to Take Instant Advantage of the Traffic Signal to Proceed 
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Popularizing Street Car Service 


in Pittsburgh 


Increased Traffic Has Resulted from Extension of 
Transfer Privileges and Sale of Sunday and 
Holiday Passes—Attractive Colored Posters 
Help to Sell the Service 


IKE many other traction companies, the Pittsburgh 
Railways were faced last year with the problem 

of traffic decreasing seriously on account of competition 
from the private automobile. The falling off on Sun- 
days and holidays was particularly noticeable. At the 
time this matter was under consideration, the present 
10-cent cash fare and 84-cent token rate was in effect, 
and it was felt by the management 
that a large volume of non-necessity 
riding could hardly be secured at 


this rate. 
As a means to encourage riding 
special Sunday transfer privileges 


were arranged as described in previous 
articles in this paper. Following the 
successful trial of this plan it was 
decided to experiment with a 25-cent 
pass good all day on Sunday and holi- 
days on any line in the city fare zone. 

The reasons which actuated the 
management to make this experiment 
were twofold. In the first place it is 
felt that novelties from time to time 
are desirable to stir up interest in a 
utility that has few technical changes 
to attract attention. In the second 
place, people who are induced to ride 
the trolley because of some special 
sales proposition are better prospects 
for travel at other times. From the very 
beginning the results of this experi- 
ment have been extremely satisfactory. 

For the first Sunday, Oct. 26, 1924, the demand ex- 
ceeded all expectations. Although 17,500 passes had 
been printed, many carhouses were sold out before noon. 
On the following Sunday 33,148 passes were sold. By 
Jan. 4, 1925, the use of Sunday passes had increased 
to 40,867. On the average the passes have produced 
about 21 per cent of the Sunday revenue. A calculation 
made by the management comparing like periods, a year 
apart, shows that in the 11 weeks preceding the instal- 
lation of the pass Sunday revenue was about 10 per 
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Following the Display of Attractive Posters of This Type Riding on Several 
Lines of the Pittsburgh Railways Showed a Marked Increase 


cent below what it had been the previous year, but in the 
11 weeks following the sale of passes the revenue was less 
than 2 per cent below the corresponding period in 1923. 

To secure an estimate of the use made of the pass, 
checks were made Noy. 9 and Nov. 23. These showed 
that approximately 6.8 rides were taken per pass during 
the day. While this figure is nearly double the usual 
Sunday riding on a pass in communities where the 
weekly pass is used, it is explained in part by the 
amount of transferring in Pittsburgh and in part by 
the number of short rides induced by the hilly nature 
of the territory. 

In the table which appears on page 367 are shown the 
earnings by week before.and after the sale of passes, 
together with the number of passes that were sold. 
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During the first seven weeks of the Sunday pass the 
revenue averaged $40,697, as against $39,627 for seven 
pre-pass Sundays, or an increase of $1,070. Al- 
though on many Sundays in 1923 the revenue was 
higher than in 1924, the riding in the earlier year 
fluctuated more violently from week to week. It is 
thought that Sunday passes have tended to stabilize the 
revenue, because the man who buys a pass in the morn- 
ing of a clear day will yield not less than 25 cents, no 
matter what the afternoon or evening weather may be. 
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WEEKLY EARNINGS BEFORE AND AFTER PASSES 
WERE SOLD 


Receipts Passes Receipts Passes 
Sept... 75. PSO OOS: otc e ek Bees AT sere sk $40,117 $38,052 
opts 14.5 one C2 ts a eee Dee. 14.2552. 37,897 33,767 
Rept 21 ic... sy fen | ge 1c ae 4 Rapa 38,118 33,936 
Sept. 28..... 2. & 8) See Bee. 2505s. :2 49,757 26,497 
ee Se 1: 4 Ae DCO A: 2850 sicko 40,566 34,518 
OS See Fae ee EOE a BE oe Pena 49,423 27,773 
Math A195). BTS > ek Tareas ess 421658 40,862 
OE ZO eee. so 41,769 $15,179 Jane Tee. cc on 43,272 42,019 
Uo ne Se 42,787 33,14 Jane (18250. 43,215 43,584 
1 ee 41,144 36,312 JOR 2S cule 44,233 45,341 
mov. 1G. 58.2 39,741 37,780 Febool eke 42,710 42,129 
Ey Gar ae 40,091 38,900 Feb, 6254... 45,226 48,845 
Wage 27.0... <2 45,719 29,984 Feb. 5.5523 40,345 36,981 
Mov. 306 22.5: 39,229 34,880 Pebs 225 ee 44,417 43,498 


It has been possible to handle the Sunday pass traffic 
with practically no addition to service. Due to the 
large number of routes in Pittsburgh, service had al- 
ready been reduced to the limit on many lines and there 
was still so much excess mileage operated on Sundays 
that’ the railway has been able to handle this increased 
traffic with the addition of practically no mileage. 

Another move to popularize the street railway serv- 
ice made during the summer of 1924 by the commercial 
department of the Pittsburgh Railways was the use of 
elaborate colored posters. That these have been of real 
value is shown by the fact that on several Sundays after 
the display of posters urging people to “visit the Zoo,” 
the Highland Park and Negley lines increased their 
traffic nearly 20 per cent over what it had been on the 
preceding Sundays. Similarly a bathing poster brought 
an increase of riding amounting to about 13 per cent 
of the Oakmont line. 

Posters are 19 in. x 27 in., and are displayed on the 
front bulkhead inside the car. They are mounted in 
frames of three-ply wood fitted with triangular brass 
corners, under which they are inserted like pieces of 
blotting paper into a pad. The mountings were made in 
the railway shop at a cost of approximately $3 each. 
~ Economical production of the posters is accomplished 
by using wood blocks costing about $55 each, instead 
of the more expensive metal blocks ordinarily used for 
such purposes. Five posters, each printed in three 
or four colors, issued in editions of 1,200 each, making 
a total of 6,006, cost only $978. All the posters are 
the work of the railway’s own artists. 

Among those which have been used up to date is 
one of a lioness, the Megatherium Americanum. An- 
other was a Christmas shopping poster which was 
paid for by the Retail Merchants’ Association. The 
Pittsburgh Iron and Steel Exposition was the subject 
of a third. In some cases the posters have been so 
arranged that by a slight change in the wording the 
same picture can be used again for other purposes. 


Woman [s Assistant Instructor 
at Denver 


ECENTLY the Denver Tramway has added a woman 
to the instruction room forces. This woman was 
given special training in various departments of the 
company to fit her for the position. First she was 
placed at one of the divisions as a clerk and there 
came in contact with the trainmen. After six months 
or so in this position she went into safety work and 
it was found that she had a faculty for arousing enthu- 
siasm and interest, so much so that the division tc 
which she was assigned won five safety contests out of 
eight. 
Then she was placed in the general superintendent’s 
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office at the complaint desk. Although the Denver 
Tramway does not- advertise the existence of a com- 
plaint department, there is one desk to which all 
complaints are referred. In this position she came in con- 
tact with the public and learned the common causes of 
complaint. After six months adjusting complaints she 
was transferred to the instruction room as assistant 
to the chief instructor. In this latter position she 
brings home to the trainmen the principal causes for 
complaints about service, particularly those with which 
women and children are concerned. She is ‘able to give 
the trainmen the woman’s point of view and in general 
has filled an important réle in developing the desired 
attitude toward the public. 


Statistics Showing the Extent 
of the Industry 


In Addition to the Customary Figures, a Supplemental 
Table Gives a Division of Types of Cars 
Which Are in Use 


FEATURE of the statistical work undertaken by 

this paper for many years has been the publication 
annually of a table showing the miles of track and 
cars operated by the electric railway companies of the 
country. These statistics are obtained each year from 
the data received for the McGraw Electric Railway 
Directory. The table of this kind published in the 
issue of this paper for Jan. 5, 1924, was compiled from 
the August, 1923, copy of the Directory, but advantage 
has been taken this year of the early publication of the 
1925 edition of this directory to use the information 
sent in for that edition. These reports have been sup- 
plemented as regards motor passenger cars by informa- 
tion received in reply to a questionnaire on types of 
cars owned, sent out by this paper in December, 1924. 
The two tables accompanying this article may then be 
considered to represent very nearly the condition of 
the industry during December, 1924. 

Following the practice of previous years the mileage 
and ears of an interstate road have been placed in the 
state containing the greatest mileage of that company, 
and operated mileage only is included. 

The figures presented include the mileage and cars 
used on electrified sections of steam railroads as well 
as in city and interurban roads. Cable railway cars, 
of which there are 156 left in this country, all in the 
Pacific States, were included under “passenger trail 
cars,” and storage battery cars and gas electric cars, 
not more than 20 altogether, were put in the table 
under “motor cars.” Straight gasoline motor cars, such 
as used on branch lines of steam railroads, when owned 
by an electric railway company are included in the 
table under “other cars.” 

On roads operating by both steam and electricity, 
the effort was made to include in the table only that 
equipment used in electric railway service. In con- 
sequence, the 2,405 trail, freight and express cars re- 
ported by the Fort Dodge, Des Moines & Southern 
Railroad and the 1,419 trail freight cars reported by 
the Northwestern Pacific Railroad are not included. 
For much the same reason the 319 coal cars reported 
by the East St. Louis & Suburban Railway and 495 
coal cars reported by the St. Louis & Belleville Electric 
Railway have also been omitted, though the 3,129 trail 
freight cars of the Pacific Electric Railway and the 


: 


368 


TABLE I—NUMBER OF ELECTRIC RAILWAY COMPANIES, 
MILES OF TRACK AND NUMBER OF CARS OF VARIOUS 
TYPES OWNED BY ELECTRIC RAILWAY 
COMPANIES IN 1924 


i 8 £ 

& (3) n 8 4 a S 

§ 80 & fe 2 A 3 & K o 

fel CaS) wl 48 ©6 wn ey 

Reet SS, Beihai el mess el ges mh a 

New 68 et SS om B= 5 “etry he & "4 

England ¢& =e 45 23 38 8 ‘Se & 4 8 

States ZO 2H ae Ge BO & BR w oO & 
Connecticut 9 1,569.45 1,600 135 110 61 12 260 1 279 
Maine..... | 14 527.10 385 10 meV a) i Ketey ITI) 23 653 
Mass.....- 27° «2,647.41 5,046 248 II 101 12 = # 890 85 6,393 
New Hamp. 12 261.01 323 ee 2 5 1 48 10 389 
Rhode Isl.. 4 399.36 1,178 26 3 31033) 7168 “ink mea kea ae 
Vermont... 6 113.72 89 5 3 5) 9 3 112 
1924total 72 5,518.05 8621 419 136 258 124 1,485 122 11,165 
1923 total 73 5,581.44 8,962 386 138 206 147 1,537 120 11,496 

Eastern States 

Delaware... | 139.73 191 72 3 30 296 
D.of Coli. | 6 388.42 930 «88 69 ©23 Calis 1,168 
Maryland... 9 692).20' 2) 1973" 161 2s AS se 21 874 15 2 12259 
New Jersey. 21 1,422.21 2,915 108 2 Gms Obie sal 23) 3,385 
New York.. 86 5,407.29 17,0981,672 129 78 101 1,713 535 21,326 
Pennsyly’a. 101 4,627.66 7,809 429 GF 175) 121 1069135 eo 744 
Virginia. . 13 447.21 864 64 Soe G 22 60 | 1,040 
W. Virginia. 15 612.04 400 9 15 20 31 39 12 526 
1924 total 252 13,736.76 32,180 2,603 174 342 373 3,364 708 39,744 


1923 total 261 32,074 3,092 179 359 385 3,362 758 40,209 


Central States 
i | 


13,797. 86 


Illinois... . . 3,555.45 6,180 860 61 3371,084 709 54 .9°286 
Indiana...... 28) 2,490.869 91,799 5270)" 13° 95463655 145) 92525)" 33169 
Lowarcesjae 223. 960.94 707° 103. 37") 205381 149 30 «1,428 
Kentucky. . 7 491.84 807. 2 O2iee te 15 10. 143 8 1,045 
Michigan... 22. 1;781553) 92,832). 357... 21 V29\. 17004 235755 2743908 
Minnesota... 10 700.09 1,236 6 6 3 103 20. = (1,374 
Missouri... 19 1,138.10 2,578 268 By eS 7 VERY! 22 3,257 
Ohio....... 60 3,880.19 4,147 583 35 246 388 433 457 6,289 
Wisconsin.. 18 788.40 1,176 66 8 14 29 310 19 1,622 
1924 total 228 15,787.40 21,4622,555° 186 8392,725 2,564 1,087 31,418 
1923 total 255 16,006.39 21,176 2,540 198 749 3,466 2,567 1,068 31,764 
Southern States 
Alabama... 11 398.80 500 88 3. 10" 42-4103 15 761 
Arkansas.. . 8 126,32 224-6 AF Lee 1 6 17 53 270 
Florida..... 7 196.61 353 12 5 26s rosie 407 
Georgia.... 10 488.67 714 2°32 I 6.46 14 47 824 
Louisiana... 8 315285 827. 47 Oe 81 2 963 
Mississippi. 7. 94.08 109 20 5 | 3 2 140 
N.Carolina 8 355219 PLEVEN / 6 161 25 9 535 
S. Carolina. 4 126.18 126 9 Thee, 6 12 154 
Tennessee... 9 423.22 €68 80 | 4 2 65 5 825 
1924 total 72 2,524.33 4,879 
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1923 total 76 2,551.66 3,739 391 24 3 272 + 297) NO5e AST 


Western States 


Arizona... . 3 43.79 AS sey he Soa ws SMS. 51 
California.. 33 3,388.41 4,255 297 92 1703,574 660 47 9,095 
Colorado... 10 396.24 383 150 8 6 218 81 6 852 
Idaho...... 2 88.70 B27) wis Bu teg', 21 Sieve ee, 59 
Kansas 13 518.71 368 626 3 46 136 430 eet 622 
Montana. 7 844.49 L167 25890 re 2 10 4 247 
Nebraska. 5 250.96 0) 4 Apress Th ue 687 
Nevada 1 7.50 Sa AN ie Fer the alee 5 
New Mex 7 10.95 RG er he ties be ie oh a en 16 
N. Dakota 4 25.79 35.) 222 ae 5 5 Cees A 57 
Oklahoma... 13 338.28 284 «16 8 6 202 22 34 572 
Oregon..... 8 760.92 698° 76, “19 25060 197 31h 31,529 
S. Dakota... 2 19.75 27 Fest) wee 2 2 Matter: 34 
Texas,..... 22. 1,020.54 1,416. 95 Wastin? 13,9 136 86 = 1,767 
Utalic. 3c). 5 511.58 258 54 21 10 240 13 211 807 
Washington 14 1,027.11) 1,055 92 32 34 653 85 56 2,007 
Wyoming... | 16.50 SP cee Coes Bi aS ee 4 12 

1924 total 145 9,270.22 9,599 863 281 3005,567 1,339 479 18,428 

1923 total 155 9,345.92 9,2981,014 275 355 4,172 1,208 384 16,706 


1924 total 
s 


799 1,7909,016 9,092 2,491 105,634 
814.1,712 8,442 8,971 2,435 105,046 


769 46,836.76 75,678 6,768 
47,283.28 75,249 7,423 


992 trail freight cars of the Illinois Traction Company 
are included. The 3,129 trail freight cars of the Pacific 
Electric Railway mentioned above are 1,272 in excess of 
those reported last year. If it was not for this in- 
crease the total number of cars for 1924 would be 
less than last year. 

Estimates had to be made in some cases, where lessor 
and lessee companies were concerned, in regard to 
track and to some extent to rolling stock, so as to 
avoid duplication, where the figures as reported for the 
Directory or the questionnaire were not very clear in 
this regard. In some cases, also, the returns for the 
Directory and questionnaire did not agree. For these 
reasons the figures in the two tables can be considered 
approximate only, but they are believed to be as close 
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TABLE II—MOTOR PASSENGER CARS OWNED BY THE ELECTRIC 
RAILWAYS IN THE UNITED STATES DURING 1924 DIVIDED 
BETWEEN CITY AND INTERURBAN SERVICE 
AND CLASSIFIED AS TO TYPE 


City Service Interurban Service— 


a erent ef) i a aa a e, B 
3 3 Gy 3 a af S a 16) 
Be OR Se eh eet eh a ae 
New faa oS a erry eee a5 33 
England S ane Ps 5 = Se z S52 32 
States O ORT a a So OH «A aS Be 
Connecticut. . 187 53 1,173 1,413 Say, 167 187 1,600 
AINE 6s. 110 62 52 224 33 29 99 161 385 
Mass fice) ca ars 874 889 2,907 4,670 53 3 320 376 ©5,046 
New Hamp... 40 63 2 195 20 12 128 323 
Rhode Island. Ay PSB 817 1,077 1S tae 86 101 1,178 
Vermont..... PLEURA 50 52 14 a0 23 ey f 89 
Total':..sexteeeanl, 238.1802 23509 emer Ook 138 61 791 990 8,621 
Eastern States 
Delaware sre seas eee ee 60 600: oo ee. 131 131 191 
DofiColiz: &: 73 2 833 SOR a, 78 waters 22 22 930 
Maryland.... S253 1,712 1,844 Ae. 125 129 1,975 
New Jersey... 142 49 183 374 396 31 2,104 2540 92,915 
New York.... 1,858 660 12,438 14,956 106 45 1,991 2,142 17,098 
Pennsylvania. 603 524 5,010 6,137 97 28 1,547 1,672 7,809 
Virginia...... 270 12 496 778 2 kee 84 86 
W. Virginia... 80 22 143 245 20). 08 135 155 400 
Total. c 5245 3,158 1,269 20,875 25,302 625 104 6,149 6,878 32,180 
Central States 
Illinois....... 360 157 4,800. 5,317 206 1 656 863 6,180 
Indiana..... 560 37 746 = 1,343 PSs 440 456 1,799 
Towa.\.tse en: 253 78 286 617 19. 6 65 90 707 
Kentucky.... bebo eemee 499 678 ATS ye 82 129 807 
Michigan..... 562 104 1,308 1,974 128 27 703 858 2,832 
Minnesota.... 42 a PN670 209 ees ee 27 27~=—«1,236 
issouri..... 246 183 1,997 2,426 1 1 150 152 2,578 
OW ion iets ea 508 134 2,250 2,892 86 15 1,154 1,255 4,147 
Wisconsin .... 515 152 382 ~=1,049 18° 711 98 127) C176 
Total.... 3,225 845 13,435 17,505 516 66 3,375 3,957 21,462 
Southern States 
Alabama..... 116 2 293 411 29 60 89 500 
Arkansas..... 84 OV Sean 176 18 30 48 224 
Florida....... 218 9 102 329 20 4 24 353 
Georgia...... 47 34 449 530 25 159 184 714 
Louisiana... .. 51 4 765 820) See 7 827 
Mississippi. . . CV Breeds 2 GO Pas Jeues ea 3 40 40 109 
N. Carolina... CY Gein 131 195 Ao Site's state 100 100 295 
S. Carolina... i fo ee aes otrea 83 12624... see sae eS pr 126 
Tennessee... . 66 570 6360) 57 sce 32 32 668 
Totalis ion. E56 RelA 2 395 eon a2 432 524 3,816 
Western States 
Arizona...... ye aa 33 SO Mer nor tas 9 9 48 
California. ... 333 204 «2,819 3,356 53 20 826 899 4,255 
Colorado..... 240) 5. er. 68 308 tee 67 75 383 
Idahowiy: 10 J Tee L735 aeeS a 15 15 32 
Kansas....... 122 3 36 161 36 |; 171 207 368 
Montana... . 59 5 45 109 a 6 116 
Nebraska. .... 23 3 460 486 54. 55 109 595 
Ne viadag ii) ow le eat cre a ee Men Ee are ae eee pee Pais) 
New Mexicos/ 2 s..0e. phe Set eget oe Cs ot 7 16 16 
North Dakota 23 cc aes 8 SA Ae mre caeg 4 4 35 
Oklahoma.... 164 8 39 211 ez) 55 73 284 
Oregon....... 6254508 2) vir ee 608 690 698 
8S. Dakota.... SP astiers 1 DADE: Ae ae 3 3 27 
Texas |) pee 697 36 549 1,282 3. 121 134 1,416 
LOS. piece eee 117 36 54 OTF tae a 51 51 258 
Washington... 518 116 323 957 ERA | 82 98 1,055 
Wiyoihing.s. <2 octet eer eee nyt te 5 3 8 8 
Total...... 2,326 418 4,452 7,196 287 33 2,083 2,403 9,599 
Total for U.S. 10,703 3,975 46,248 60,926 1,658 264 12,830 14,752 75,678 


to the facts as can be reasonably obtained under private 
direction, as distinguished from figures compiled by 
the Census Department. 

A noticeable feature of Table I is the reduction in 
the number of companies. This occurs in each group 
of states and is due primarily to consolidation. 

Reports to the questionnaire, upon which the second 
table is based, were received ‘from about 80 per cent 
of the companies, representing more than 90 per cent 
of the cars. In this table the great growth in the 
number of one-man two-man cars recently is most no- 
table. This type of car was hardly known two years 
ago. There are now more than 4,000 of them. The 
two-man car classification includes all cars used in city 
rapid transit service, though in some cases trains made 
up with this kind of car are being operated with fewer 
than one man per car. They were put in the two-man 
classification because if run singly these cars would 
require two men. 
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Chicago Plans $720,902,000 Unified 


Transportation System 


Purchase Ordinance Under Which City Hopes to Take Over All Existing 
Transportation Facilities Passed by City Council — Service to Be at Cost 
with Universal Transfers—Control to Be Vested in Board of Nine Members 


HOULD an ordinance which has just been passed 

by the City Council of Chicago by a vote of 40 to 5 

be approved at a referendum on April 7 all of the 
local transportation facilities may be taken over by the 
city. This is the result of agreements recently reached 
between Mayor Dever, bankers representing the bond- 
holders of the surface street railways and Samuel 
Insull, representing the elevated lines. If upheld by the 
courts this will mean the adoption of a complete and 
co-ordinated plan for unification of all existing trans- 
portation facilities in Chicago, together with new con- 
struction and extensions amounting to approximately 
465 single-track miles of surface and elevated railway, 
together with 68 miles of subway lines. The general 
physical plan contemplated is shown in the accompany- 
ing maps made up by Major R. F. Kelker, Jr., consulting 
engineer for the committee on local transportation of 
the City Council. 

The entire program involves the ultimate expenditure 
of approximately $720,902,000. Of this amount, $162,- 
843,584 represents the purchase price to be paid for 
the existing Chicago Surface Lines. The Chicago 
Rapid Transit Company will be purchased for $85,000,- 
000, and $247,500 will be paid for that portion of the 
Chicago & Joliet Electric Railway within the city 
limits. Immediate surface line extensions, with equip- 
ment, including 500 passenger cars and necessary 


additions to shops and carhouses, will be made at an 
estimated cost of $25,432,000. This work is to be com- 
pleted within 5 years. An immediate start is contem- 
plated for the subways, including necessary equipment 
with 240 passenger cars. These are estimated to cost 
$62,162,000. Surface line extensions to be built in 
the second 5-year period, together with 100 additional 
cars, will cost $12,210,000 more. Extensions of rapid 
transit facilities and other miscellaneous items are pro- 
\vided for, which will bring the cost of the entire system 
to the approximate total of $720,902,000, as shown in 
the accompanying tabulation. 

All this will be done under a plan which represents 
a new type of transportation agreement. The city will 
acquire and take title to all its existing local transporta- 
tion facilities and to all extensions of the system. This 
will be financed through issue by the city of what are 
termed ‘Municipal Railway Certificates.” These are 
not general city bonds, but are secured as to principal 
and interest solely by the property and earnings of 
the system taken over, together with such extensions 
as may be constructed under the ordinance. To make 
the certificates marketable under this limitation, .the 
ordinance provides that a rate of fare must always be 
maintained which will yield sufficient income to pay the 
interest on the certificates and provide a sinking fund 
to retire them as they mature at the end of periods of 


SCHEDULES OF EXPENDITURES FOR PURCHASE AND 


Purchase of Present Properties 

Chicago City Railway | 
Calumet & South Chicago Railway } 
Southern Street Railway J 
CC DICATOVRGIlWwaAYE: fue te ont fink + toa od ae nee 
Cash in depreciation and renewal funds of Chicago 
City Railway, Calumet & South Chicago Railway 
and Southern Street Railway..................- 
Cash in depreciation and renewal fund, Chicago 
LGU WAS Bry yy tiie essa scl hewn Scie oson ae 


$63,163,876 
84,963,201 


5,838,939 

8 877,568 
—————  $162,843,584 
85,000,000 
247,500 


$248,091 ,084 


All existing elevated railway properties...............00.e0ee0es 
Purchase of portion of Chicago & Joliet Electric Rail- 
WAY Waban C1GY Lim hs 5 .ccc citation Cre nie esis ee ele 


Surface Lines—Immediate Extensions 


Extensions to south side surface lines and 300 ad- 
ditional eres cars together with additions to 
shop and carhouses, first 5 years................- 

Extensions to north and west side surface lines and 
200 additional cars with shop and carhouse facilities, 
REUSED) V CATES)» Vion ichaiesy ba hog ay, ib sieht eee 


$14,641,000 


10,791,000 
aera, $25,492,000 


Subway Construction—Immediate 


Construction of State Street, Madison and Polk- 

| Clark-Chicago Avenue subway—immediate con- 
BECHCLION. cate". t ais epee onto solr inte mee aie ae 

Equipment, including track, signals, etc., together with 
240 subway passenger cars, necessary service equip- 
iment ishop Laciities, 6tc;,) 224.21. 0 eee onan 14,608,000 


$47,554,000 


$62,162,000 


Surface Line Construction—Second 5 Years 


Extensions to south side surface lineg and 50 additional 
cars with shop and carhouse facilities, second 5 years 

Extensions to north and west side surface lines and 50 
additional cars with shop and carhouse facilities, 
POU ONNSMED OAT Na: wey sini dnl Simhy te Soasck wate dn BOs 


$5,995,000 


6,215,000 
————_ $12,210,000 


EXTENSION OF CHICAGO TRANSPORTATION FACILITIES 


Subway Construction—Second Period 


Cottage Grove-Broadway subway and Madison 
subWay; SECON Period: s:05 Jess eed ee skeet ees 
Equipment of subway, track, signals, etc., together 
with 330 subway passenger cars, shop facilities, etc. 


$104,742,000 


21,087,000 
——————. $125, 829,000 
Rapid Transit Construction—First and Second Period 


New rapid transit extensions to be completed in first 
10 years, including 2,760 new cars and necessary 


additions to shops, etc............+....-.2.62+.. $174,427,000 
New rapid transit extensions, second construction, in- 
cluding 780 new cars, etc... 2.2... ence ee eee 56,232,000 
—_———— $230,659,000 
Miscellaneous 
Power houses, auxiliary buildings, etc.............. $49,500,000 
Cash to be paid into emergency fund..........-... 5,500,000 
Cash to Te aod Gh ae to Bepxsen on and Mannion 
f te ilwaysacquired....... 000, 
renewalfund for elevated railways acq e, $63,000,000 
Summary 
Purchase of existing properties..............00-0005 $248,091,084 
Surface line construction, first 5years............. 25,432,000 
Immediate subway construction......... 62,162,000 
Surface line construction, second 5 years 12,210,000 
Subway construction, second period................ 125,829,000 
Rapid transit construction, first and second periods.. 230,659,000 
ISOC TN COMS spas sateen eles sivas etna a crneks(etovayousisiaiet shera 63,000,000 


$767,383,084 


Note: All figures except purchase of existing properties include 
10 per cent maximum allowance for sale of securities. 


370 ELECTRIC RAILWAY JOURNAL Vol. 65, No. 40 
ry 
LEGEND (je City Limits oe ae 
—__ Existing Surface Lines eee ini a y 
mes Double Track Extensions within Be ) 8 ie J 
5 Years fis i g -- pees Pica j 
ss Double Tracking of Existing Single | | soa aT aa RTT HS ae H AN 
Track Lines WHE © rears | | g ening 1< ae ov > 
eeee= Double Track Extensions | L 2 mH |< < 3 ile 4 Li 
UT CST OR NCGS oe eae ee ee J [Cicero Ave. 4 Re) + a sie CS 1Z : 
| H Sal eae ICG B= ay, 2 St 
| i Crawford Ave. I 2 (sl & 1s 3 
| 1 = i SI 2 al iS al 
aft \ : 2 <| : steed 
eae dug Sal TaN 1 at IP Sg 13 AA le te 7 ae 
c . 
Pree re ig tas a) \ | Bs cose ats tes 
jt et el alwestded Av praia {4 
’ SL& sae 1 1 
Ha er | Sh a Se om ope ee as ! H 
4 Ashland|  &3 Ave 4 | y ’ 
id} Po b] 2 H 
Sy a) | | Halsted 
\ Ca frets | | ets 
Indign ~ lave. State_ise_t ie 
2 i N 
ha 1 t Cottage Grove |, B G A 
a ' H I 
VA, Stolnyt_Igiéind # Ave. Co 
| fro M I 
dar ata Q 
wa : NY 
nas i ‘ K 7 N 
1 1 
op 5 eee. Ce eos ae ee 
~ HOT Oo LE a MN | 
r] x : 
] Son Ave Miles 


Map Showing Existing Surface Lines System and Extensions to Be Made Within 10-Year Period 


30, 35 and 40 years. The certificates will bear interest 
at the rate of 5 per cent. 

Although title to the properties is taken by the city, 
the contro] and operation is to be vested in a board of 
nine members. Three of these board members, des- 
ignated as Group A, are to be selected by the Mayor 
with the approval of the City Council; three, designated 
as Group B, by a committee representing the holders 
of the certificates, and three, designated as Group C, 
by agreement between the Mayor and the committee. 
This is designed to insure a competent neutral board 
upon which the city and the security holders will have 
equal representation. Whenever the city shall have re- 
tired 51 per cent of the certificates issued under the 
ordinance, the composition of the board will be changed 
to include four representatives of the city and three 
members representing the security holders. 

The method of appointment of this municipal railway 
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The Physical Plans Include the Construction of Elevated Extensions 


board and the duration of the terms of its members, 
together with provisions for filling vacancies caused by 
resignation or death, are covered in detail in the ordi- 
nance. The Group C members must be selected from 
men of recognized high character and standing and 
experience. The three groups of the first board are 
to be divided so that one member of each group holds 
office for 3 years, one for 6 years, and one for 9 years. 
Their respective successors are to be chosen for terms 
of 9 years. 

At the end of every 8 years the Mayor is to fill a 
vacancy in Group A and the certificate holders a va- 
cancy in Group B. The two by agreement are to fill 
the vacancy in Group C. In the event of failure of 
the Mayor and the committee to agree on a member for 
Group C within 30 days, the Mayor is to tender to the 
committee the names of three persons, from which the 
committee is required to select one within 15 days 
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after the list of names is submitted. If the list does 
not include persons with the qualifications set forth 
in the ordinance, the committee may request the Mayor 
to submit additional names to meet the qualifications. 
Failure on the part of the Mayor to submit names 
which in the opinion of the committee include persons 
qualified to act as board members under the terms of 
the ordinance gives the committee the right to apply to 
the three sitting judges of the first division of the 
Appellate Court for the First District of Illinois for 
a decision as to the qualifications of the men whose 
names are submitted. 

The members of the board cannot be removed or 
dismissed by the Mayor, but are subject to removal for 
palpable omission of duty, misconduct or malfeasance 
in the discharge of their duties. Members will receive 
a salary of $10,000 per year, changeable by agreement 
between the board itself, the certificate holders’ com- 
mittee and the City Council. 

The certificate holders’ committee is to consist of 
five members selected by the First National Bank of 
Chicago, the Illinois Merchants Trust Company and 
the Harris Trust and Savings Bank. 

Executives, managers, engineers and other employees 
to operate the properties are to be appointed or em- 
ployed by the municipal railway board. Salaries to be 
paid are to be commensurate with salaries usually paid 
for like services in enterprises of similar magnitude. 
The board must furnish the City Council with monthly 
statements of its operations and with such additional 
information as may be required from time to time. 


FLEXIBLE RATE OF FARE SPECIFIED 


A flexible rate of fare to provide service at cost is 
specified in the ordinance. This is secured through 
the operation of a $5,000,000 emergency fund that is 
set up to act as a barometer of fares. Should the 
revenues of the properties be more than enough to 
pay the cost of operation and maintenance and interest 
and sinking fund requirements the fare would be re- 
duced 1 cent when the fund reached $7,000,000 for a 
continuous period of 30 days. Should the fund drop to 
$3,000,000 or less for a period of 30 days, the fare 
would be increased 1 cent. 

This flexible fare provision of the ordinance does 
not become operative until after the first year. For 
that period the fare is fixed at 7 cents for all surface, 
elevated and subway lines to be acquired or built. It is 
proposed to issue universal transfers between elevated, 
subway and surface lines, so that a single fare will be 
payment for a continuous ride in the same general direc- 
tion between any two parts of the city, using such 
combination of the various forms of transportation 
facilities as may be necessary to effect this journey by 
the most direct and speediest route. 

In the event that the city constructs subways or 
other local transportation properties, or buys buses 
with money not derived from the sale of municipal 
railway certificates, compensation is to be paid into 
the city treasury for the use of these properties by the 
municipal railway board. For the use of subways so 
constructed this amount is fixed in the ordinance at 
0.80 per cent. The amount to be paid for the use of any 
other properties than subways is to be fixed by agree- 
ment between the Mayor and the board. This arrange- 
ment is designed to allow the city, if it desires, to use 
its existing traction fund (amounting to approximately 
$40,000,000) for the construction of transportation 
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facilities, or to build such facilities by special assess- 
ment against the benefited property, instead of by the 
issue of certificates. 

The city mortgages all the property which it acquires 
with municipal railway certificates to a responsible 
trust company to secure the payment of the interest 
and principal of these certificates. This mortgage, to- 
gether with the provision for adequate rate of fare 
to pay all charges, is the only security given by the 
city to insure such payments. Failure to pay principal 
or interest allows foreclosure, but no franchise to 
operate is granted in the event that this happens. 

All accounts of the transportation system are to be 
kept distinct from other city accounts. These are 
to be prepared as nearly as possible in accordance with 
the standard classification of accounts adopted by the 
American Electric Railway Association. Sinking funds 
are to be established for the several series of certificates 
to be issued. The annual charges to this fund are to vary 
in accordance with the term for which the various 
certificates are issued; 0.80 per cent per year for certifi- 
cates maturing in 40 years, 1.09 per cent for certificates 
maturing in 35 years, and 1.48 per cent for those 
maturing in 30 years. 

In addition to meeting all sinking fund and interest 
requirements, the rate of fare must be sufficient to 
maintain the property in a high state of repair and 
efficiency, and in addition must permit a sum equal to 
8 per cent of the gross receipts monthly to be set aside 
in a separate fund for depreciation and renewals. The 
municipal railway board is required to pave the streets 
between its right-of-way and to maintain this paving 
in accordance with specifications included in the 
ordinance. 


Gasoline Raise a Trolley Sales Argument 


HE Department of Street Railways, Detroit, is 
using the recent increase in the price of gasoline 
as a sales argument for travel by trolley. The accom- 


In Detroit the Increase in Gasoline Price Is Used as a Sales 
Argument for Travel by Trolley 


panying illustration shows the car card carried in the 
center of the car and reading as follows: 

Gasoline soars 44 per cent. Since Jan. 1, gasoline has 
jumped from 15.8 to 20.8 cents per gallon. In addition, a 
tax of 2 cents per gallon is effective. This is a 7-cent 
increase. Save by trolley. Board of Street Railway 
Commissioners. 

In addition to this card inside the car, a number of 
the cars carry dash signs calling attention to the fact 
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that the price of gasoline has gone up 44 per cent and 
the way to save money in local travel is to use the 
trolley. 


New York Merchants Urge 


Co-ordinate Transit 


Special Committee Report Condemns City’s Transit 
Proposals as Uneconomical and Ineffective— 
Buses Useful Principally as Auxiliaries 
to Surface Lines 


WO important reports of the committee on city 

transit of the Merchants’ Association of New York 
were made public this week. The Merchants’ Asso- 
ciation is the leading commercial organization of the 
kind in the city and has a membership of leading mer- 
chants numbering more than 7,000. Its committee on 
city transit has spent several months in studying the 
complicated transportation situation in New York as 
regards rapid transit and motor bus franchises in an 
endeavor to reach a businesslike conclusion. The two 
reports just presented to the board of directors of the 
association are the result. The committee consists of 
Theodore Beran, chairman; Jules R. Breuchaud, William 
C. Demorest, Ernest P. Goodrich, Edmond Ear] Lincoln, 
Harry P. Nichols, Walter Stabler. 


RAPID TRANSIT REPORT RECOMMENDS 30 MILES OF 
IMMEDIATE CONSTRUCTION 


Taking up first the route of the proposed municipal 
Eighth Avenue-Washington Heights line, the commit- 
tee in its rapid transit report recommends the connec- 
tion of this line at points with the B.-M.T. system to 
utilize to the greatest extent all capital available for 
subway construction. Other lines recommended for im- 
mediate construction are a Brooklyn crosstown line 
and the completion of the Nassau Street line and the 
14th Street-Eastern line. The total comprises 30.65 
route-miles, aggregating considerably lower first cost 
and mileage than the route projected by the Board of 
Transportation. 

In its discussion of the general transit policy which 
should be pursued by. the city, the following are 
emphasized: A policy of unified operation to produce 
a maximum of service at a minimum of cost, by the 
most effective utilization of old and new facilities 
and the avoidance of construction costs of unnecessary 
new lines, the lowest possible rate of fare consistent 
with satisfactory service. The report declares in favor 
of the lines being self-supporting, however, and points 
out that this is not now the case as part of the cost is 
defrayed by taxes. 


Motor BUSES CANNOT FILL THE NEED FOR 
RAPID TRANSIT SUBWAYS 


In its motor-bus report the committee says that all 
important rapid transit and surface street. railway 
systems in the city have filed petitions or proposals 
providing for bus service in their respective territories. 
In addition, there are similar petitions from new cor- 
porations, making more than 50 filed with the Board 
of Transportation. Some of the routes proposed are 
overlapping or distinctly competitive with existing 
facilities. 

The committee says that all thought that these addi- 


ELECTRIC RAILWAY JOURNAL 


Vol. 65, No. 10 


tional bus lines can be so operated as to relieve the 
present rapid transit lines of any substantial part of 
their long-haul traffic may be dismissed. Hence, they 
cannot fill the constantly increasing need for additional 
subway facilities. 

Investigations of the surface railway situation 
showed that the facilities of the present lines are not 
being used to capacity, yet a large proportion of the 
population is and must long continue to be dependent 
upon them for transportation. A division of traffic 
between existing car lines and one or more competing 
bus lines would normally so impair the earning power 
of all as to make it necessary ultimately to reduce ~ 
service or to charge higher fares in order to pay 
expenses. If higher fares are not permitted, service 
will necessarily deteriorate. Since the fares charged 
by local transportation companies are closely regulated 
by law, it is contrary to the public interest to encourage 
unnecessary competition, which inevitably leads to 
duplication of investment, on which a return must be 
earned. 

From all points of view, it seems desirable that 
whenever new bus routes are established, it should ordi- 
narily be done by the existing transportation companies 
rather than by untried or competitive companies. 
Although the investment required for bus facilities of 
equal service is ordinarily much lower than that for 
surface cars, the operating cost of motor buses under 
reasonably comparable conditions and their rate of 
depreciation are generally much higher. The addition 
of buses to the present street car traffic would increase 
the congestion to such a point that traffic would be 
slowed down, with a resultant economic loss which 
would be hard to measure. 

The use of the motor bus, while under certain cir- 
cumstances clearly advantageous, is still in a distinctly 
experimental stage on the basis of a low rate of fare, 
so far as the United States is concerned. The conclu- 
sions of the committee as to policy follow: 


CONCLUSIONS AS TO POLICY 


1. It is of doubtful legality for the city itself to engage 
in bus operation, nor in view of transportation facilities 
now existing and operating under franchise is it legal to 
authorize independent omnibus companies or individuals to 
compete with present transportation agencies unless a clear 
necessity therefor is established. Even if there were no 
legal difficulties, such a policy would be inequitable and 
economically unsound. 

2. None of the proposed routes, either individually or 
collectively, can have much if any effect in reducing subway 
congestion. : 

3. Many of the recent proposals are unworthy of con- 
sideration, either because of the lack of experience of the 
petitioning companies, or because there is no economic 
justification for the additional investment. ; 

4. Existing surface and subway lines should be en- 
couraged and required to rehabilitate so far as necessary 
and to make the utmost use of their present equipment. 
They should also be granted the right to supplement or 
extend their present facilities through the development of 
bus routes when it is found that such service will be less 
expensive than a further development or continuance of the 
present means of transportation. ; 

5. All important existing transportation companies have 
applied for motor bus franchises or have expressed their 
willingness to do so. Until more extensive experience has 
been gained in the operation of buses by these companies, 
either as an auxiliary service, an extension of present serv- 
ice, or as a substitute for trolley service when existing 
equipment becomes inadequate, it seems distinctly unwise 
for the municipal government to commit itself to any inde- 
pendent comprehensive plan of bus operation as a possible 
solution of our transportation difficulties. 
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Boston “L” Has New Training School 


Surface Car Operators and Rapid Transit Trainmen Are Taught Their Duties in a Completely 
Equipped Modern School — All of the Many Types of Equipment Used on 
This Railway. Have Been Installed for Instruction Purposes 


One Entire Side of the New Sullivan Square School Is Occupied by Surface Car Equipment. 


Note the 


NCREASING traffic in recent years has imposed 

different conditions upon surface car operators, and 

the necessity of familiarity with various types of 
cars has added other complications to the training 
of men for such service. The training of men for rapid 
transit service has become more technical on account of 
changes and improvements in car equipment. To meet 
these conditions the Boston Elevated Railway has moved 
its instruction school to new quarters at the Sullivan 
Square terminal. Under the direction of Frank S. 
Morgan, supervisor of instruction, new equipment has 
been installed and plans perfected for training men for 
the transportation division. 

Previous to the year 1912, the system of instruction 
required only that each applicant undergo a course in 
platform training. He was given individual instruc- 
tion in car operation, after which he was examined 
orally by the chief inspector. Then he was required 
to take a second examination given by the employment 
department, and if both examinations proved satisfac- 
tory he was certified and assigned to duty. 

A separate instruction department was established 
in 1912, with a supervisor in charge. On the staff were 
also two assistant instructors detailed for class and 
shop training and four traveling instructors. The 
equipment of the school comprised types of control 


Standard Track in the Center of the Room 


then in use, with motors and demonstration boards to 
show the applicant the flow of current under different 
conditions. A car arranged on a special track served 
to familiarize each applicant with actual operation. 
This predecessor school occupied about 3,000 sq.ft. of 
floor space. 

The new school occupies about 6,500 sq.ft. of floor 
space, divided into rooms in which are installed every 
type of equipment that is in operation on cars of the 
Boston Elevated Railway. In addition there is provided 
a track connecting with a yard near by, on which a 
standard rapid transit train or a surface car can be run 
into the instruction room. There are two classrooms or 
examination rooms where men are gathered for exam- 
inations and instruction talks; a classroom for con- 
ductors where there are fare boxes, desks, and 
“clockboards”; a reception room and general office, and 
a private office for the supervisor. ; 

The staff includes the supervisor, two assistants and 
twelve instructors. One of the latter is assigned to 
the rapid transit lines, and the remainder to the surface 
lines. Of these, five are traveling instructors, four are 
coasting instructors, and three are bus instructors. 

An entire control and brake system for each standard 
type of car operated by the company has been set up 
exactly as on a car. Every pipe in the brake system, 
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every valve, and every working part of prime impor- 
tance has been labeled so that no student will have 
difficulty in ascertaining the position, name, and func- 
tion of any part of the equipment. Each control 
operates a set of railway motors, or, through a system 
of relays and resistances, a set of fan motors. 

The equipment for demonstration includes: 


1. Regenerative braking unit: A railway motor operated 
as a series motor from 600 volts d.c. with a series resistance 
and a K type controller. 

2. Elevated car unit, complete, with G.E. type M control 
and Westinghouse type AMME brake equipment, operating 
two railway motors. This unit is provided with electric 
couplers so that it can also operate in train connections 
with Westinghouse ALFM control and two other railway 
motors, the complete unit being a replica of that in use on 
the cars of the elevated division. 

3. Elevated car unit with Westinghouse ALFM control 
and Westinghouse type ALME brake equipment, operating 
two railway motors. This equipment is provided with elec- 
tric couplers so that it can operate in train with type M 
control and two railway motors. It is a replica of the train 


At Left, 
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of control and braking. Much care is taken to make 
certain that -+he understands what constitutes abuse of 
rolling stock and what harm results from such abuse. 
It is deemed important that every motorman shall know 
not only why a car runs, but also in case of accident 
why it does not run. Each man must know the nature 
of every “hook-up,” the purpose of every valve, and the 
function of every part. He must know how to prevent 
trouble; ‘and what is more important, he must know 
how to trace trouble—how to overcome the problem of 
breakdowns. 

After the preliminary instruction in the equipment 
room has been completed, the student is assigned to an 
instructor for platform training. The equipment room 
instruction is supplemented there. All points discussed 
in the classroom are demonstrated in actual operation. 
He is carefully coached in the stopping of a car by 
means of the air brake, and in the use of the hand 
brake; he is informed concerning regeneration; the 
effect of bad rail conditions and greasy track are ex- 


Various Types of Rapid Transit Equipment for Subway and Elevated Service Have Been Installed in the Instruction Room. 


At Right, Schematic Wiring Diagram of Rapid Transit Car Is Behind the Instructor’s Platform 


operated with type ALFM and type M control used on the 
elevated division. 

4, East Boston Tunnel car unit with Westinghouse type 
AMME brake equipment. 

5. Semi-convertible car unit with G.E. type M control 
and Westinghouse type AMM brake equipment operating 
two fan motors. 

6. Semi-convertible car unit with G.E. type K-71-A con- 
trol and Westinghouse type SM-3 brake equipment operat- 
ing four fan motors. 

7. Semi-convertible car unit with Westinghouse type HL 
control and Westinghouse type SME brake equipment 
operating four railway motors. 

8. Center-entrance car unit with G.E. type PCS control 
and Westinghouse type SMKE brake abe ore operating 
four railway motors. 

9. Center-entrance car unit with VEeetenene type 
SMEE brake equipment. 

10. Birney safety car unit with G.E. type K-63 control. 


Students are classified into groups as motormen, con- 
ductors, and guards. Training of motormen is further 
subdivided for surface service and rapid transit service. 
The first part of the training of surface motormen is 
general instruction in the policies of the company and 
in the duties and responsibilities of the position. After 
this brief course, specialized training follows. 

Each student is taken to the equipment room and 
there is instructed in the mechanism of the type of car 
that he is to operate. He is coached in the operation 


plained; also the cutting out of motors, the replacement 
of fuses, diagnosis and remedy of minor troubles 
encountered on the road; the releasing of brakes that 
are set unexpectedly, the operation of electric track 
switches and rules of the road. ) 

Following this intensive training on the platform, 
the candidate is further trained by a platform instruc- 
tor who is assigned for the purpose of observing the 
efficiency of the previous training. This checking-up 
procedure takes on an average about 10 days. 

After this the candidate returns to the school and 
again undergoes training in the equipment room. 
Smooth starting and stopping are insisted upon, as is 
also the proper handling of cars in all kinds of emer- 
gencies, such as failure of power, failure of brakes, 
traffic jams, etc. On the completion of this advanced 
training he is sent back to his station for further 
breaking in. He then is ordered to cover all routes, to 
acquaint himself with stops and street crossings. He 
is instructed in jacking up cars and the prevention of 
accidents. Having finally satisfied his breaking-in 
instructor concerning the operation of a car, he signs 
a breaking-in card and returns to the instruction 
school for a final written examination for a motorman’s 
position. 


This examination, if passed, merely certifies the 
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student for the operation of one type of car. Before 
he is assigned to service on a division, he must pass 
examinations on all types of cars used on that division. 
In addition, he must also pass satisfactorily the test 
given for conductors, and when he has proved to the 
satisfaction of the supervisor of instruction that he 
has acquired a knowledge that covers the duties of both 
motorman and conductor, he is then allowed to go to 
work as a motorman and is placed on probation for 
60 days. 

On the rapid transit lines motormen are recruited 
from the train guards. If a guard wants to become a 
motorman he files his application with the supervisor 
of instruction and is first given an examination on rules. 
A man is allowed 20 days to prepare for this examina- 
tion, and if it is passed satisfactorily, he is instructed 
in brake equipment and control, and is shown by means 
of the demonstration board in the equipment room how 
the current from the third rail passes to the motors, 
how the control and motor circuits act in service, the 
location and function of all switches and fuses, and 
_ the handling of the air brake. 

The next step is his assignment to a breaking-in 
instructor. The candidate is given a thorough course 
in handling cars. During this period of training he 
returns as often as is deemed necessary to the equip- 
ment room, where special points are made clear and 
emphasized. When in the judgment of the breaking-in 
instructor the candidate seems competent to operate a 
car or train he is sent to the yard for two days, where 


he is shown how to make up trains, replace jumpers, 


couple cars, and where he acquaints himself with the 
position and function of switches, cocks and valves. 

Having completed this course in training the candi- 
date then presents himself for examination. After 
passing a-written test he is certified and allowed to go 
on probationary duty. If he makes good he is given a 
permanent assignment. If not, his training and proba- 
tionary period are extended 30 days, or he is denied 
appointment as a motorman and returns to his former 
_ rating as guard. 

The student conductor is instructed in the use of 
fare boxes and registers, and is trained in the making 
out of trip reports and car cards. Special emphasis 
is given to methods of checking results of day 
cards, and, when necessary, simple arithmetical com- 
putations are explained in detail. Accident reports and 
other incidental forms are discussed and used as prac- 
tice reports. No trouble is spared in the preparation 
of the applicant for the duties of this position. Special 
attention is given to those rules most frequently broken 
and their significance is pointed out. 

When a student understands the fundamentals of his 
position he is sent to a divisional carhouse and assigned 
to a traveling instructor, who places him with a plat- 
form instructor for breaking in. A final examination 
is then required. This is a written test which thor- 
oughly covers the rules and procedure involved in 
holding a position as conductor. This examination is 
corrected by one of the staff of assistants in the pres- 
ence of the applicant, who is further instructed on 
points which he had failed to answer correctly, or fails 
to make clear. 

The prospective guard is trained in much the same 
manner as the conductor. First, the qualifications 
necessary to fill a guard’s position are explained in 
detail; accident reports are discussed and explained; 
rule books and instruction books are provided, and gen- 
eral information relating to the position is given. 
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After this preliminary course has been completed, the 
candidate is sent to a traveling instructor, who places 
him with a platform instructor for breaking in. Four 
days are usually required for this purpose, after which 
the candidate is called back to the instruction school 
and further informed concerning the location of all 
switches, cocks and valves, as well as their functions. 
He is carefully coached with regard to flag, lantern 
and whistle signals, and after the completion of this 
training he is given practical training in flagging trains 
past a defective signal, together with the use of all 
signal appliances carried on trains. 

The candidate, accompanied by his traveling instruc- 
tor, continues until he has proved that he is thoroughly 
familiar with his duties as a guard. He receives a 
breaking-in card at the expiration of the train instruc- 
tion and then reports back to the instruction school for 
a final written examination. If this is passed satisfac- 
torily, he is placed on probation for 60 days. 

The time required to train a man depends on the 


Braking and Coupling Operations Are Taught by Means 
of This Equipment 


individual. According to Mr. Morgan, an average would 
be about 2 weeks for a motorman. For a conductor less 
time is required, but no specified time is actually 
allotted: The only safe principle to follow is that the 
training period shall be as long as necessary to make 
the candidate secure in knowledge and experience be- 
fore he is allowed to operate a car independently. The 
actual cost to the company varies, but computing on 
the basis of 2 weeks required, and wages of $3 per day 
for the candidate, the cost per man averages somewhat 
more than $75. 


Harrow for Removing Packed Snow 


HE Auburn & Syracuse Electric Railroad has found 
that a disk harrow is a most effective machine for 
removing packed snow from tracks in city streets. The 
company’s first experience with a harrow for this serv- 
ice was after a very heavy snowstorm on Jan. 29 of this 
year. At the end of the storm, the snow was at a gen- 
eral level in the country of 36 in., and in the city of 
Auburn it had become so packed that an electric rotary 
sweeper made little impression on it. At first, an 
effort was made to clear the rails by workmen with 
pick and shovel. Finally, resort was made to a disk 
harrow, obtained from the local office of the Inter- 
national Harvester Company. This harrow was dragged 
by horses over the tracks and the furrows cut by it 
so loosened the snow that it could be easily removed. 
On the interurban section the snow was removed 
by the Russell and rotary electric plows owned by the 
company. 
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Electrification of Paris 
Suburban Railways 


Multiple-Unit Equipments Made Up of Permanently 
Coupled Motor and Trail Cars Have Double-End 
Control—Faster and More Efficient Operation 
Has Been Secured 


URING 1924 considerable progress was made in 
| Des electrification of the suburban lines of the 
Chemins de fer de l’Etat (State Railways) in the 
Paris district. These routes lie in the heavily 
populated districts on the west of the city. Owing 
to the rapid growth of this territory and the diffi- 
culties of steam operation, electrification had been 
considered for a long time, but was delayed by war 
and post-war conditions. As a matter of fact, sub- 
urban electrification in the Paris district began as 
early as 1900, when the Compagnie des Chemins de 
fer de l’Ouest (Western Railway Company) electrified 
the stretch of track between its Invalides station and 
Versailles. 

The State Railways operate out of three stations in 
Paris, viz., Saint-Lazare on the right bank of the 
Seine and from the Invalides and Montparnasse sta- 
tions on the left bank. Of these the Saint-Lazare 
station is by far the most important. Some years 
ago a count showed that 60,000,000 of the 70,000,000 
passengers leaving Paris on the State Railways made 
use of it. 

Since 1910 the traffic has grown in volume and in- 
tensity, the latter being due to the advent of the 
8-hour day. Traffic leaving Saint-Lazare during the 
evening peak, 5:30 to 6:30 p.m., increased from 13,000 
passengers in 1910 to 18,000 in 1920 and to more 
than 28,000 in 1924. 

Under steam operation the schedule speed of locals 
was 25 km. (15.5 m.p.h.) and of semi-expresses and 
expresses 35 to 45 km. (21.7 to 27.9 m.p.h.). With 
electrification, double-end trains can be broken up into 
any desired lengths, better distribution of seats se- 
cured and schedule speed increased. To permit this 


increase in speed, the tracks have been individualized 
according to the character of the trains run thereon, 
and the stops have been arranged in zones according 
Under steam operation 


to the traffic characteristics. 
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Current is furnished at 650 volts through a protected 
third rail weighing 76 kg. per meter (practically 152 
lb. per yard) mounted in thermit-welded lengths of 
18 m. (59 ft.) with expansion joints at intervals of 
250 m. (820 ft.). The bonded track rails serve for 
the return circuit. Electrical equipment, both of the 
new lines and of the re-equipped original Invalides- 
Versailles electrification, is operated now at 650 volts, 
but can be used at 1,500 volts d.c. if the higher 
potential is later considered desirable. 

The first electric locomotives installed had control 
at each end, a length of 13 m. (32.5 ft.), a weight of 
51 metric tons (2,204 lb. per ton), four 120-hp. motors 
and a speed of 45 km. (27.9 miles) per hour. A 
larger type of multiple-unit control locomotive was 
developed when it was decided to run all trains elec- 


trically between Invalides and Versailles to eliminate 


the smoke nuisance of the Meudon tunnel, which is 
3,600 m. (11,800 ft.) long. In April, 1922, 30 locomo- 
tives of this type were ordered from a group formed 
by the Thomson-Houston, Schneider and Jeumont in- 
terests. These machines are 12 m. (39.3 ft.) long, 
have truck centers of 6.1 m. (20 ft.), weigh 60 metric 
tons and have an output of 1,100 hp. with four motors 
at 750 volts. The normal speed on level track is 63 km. 
(89 miles) per hour, with a shunt connection to permit 
70 km. (48.8 miles) per hour. On a1 per cent grade 
the corresponding speeds are 42 to 45 km. (26 to 28 
miles) per hour. The motors may be operated either 
self-ventilated alone or plus blowers which draw air 
from the interior of the locomotive through filter-fitted 
conduit. These locomotives may be run in twos and 
threes when necessary. They carry four third-rail 
shoes for line use and a compressed-air pantograph 
for station use. 

Motor cars of multiple-unit type were installed as 
early as 1912. These carried two 235-hp. motors. The 
seating capacity is 40 and the maximum speed is 70 
km. (43.8 miles) an hour. A second series of motor 
cars installed in 1921 were of the same design, but 
differed in trucks and electrical equipment. The two 
trucks per car had three axles, of which two were 
driving axles. The wheels were 0.925 m. (36.8 in.) 
diameter. These cars therefore carried four 165-hp. 
motors. The seating capacity is 62. 

Greater capacities were necessary for the new elec- 
trification on the right bank of the Seine. The trains, 
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Floor Plan of One of the New Multiple-Unit Equipments 


16 of the 27 tracks in the Saint-Lazare station were 
required for the short-haul suburban service. Electric 
operation will require only 11 tracks and increase the 
capacity to 44 trains an hour. 

Power is generated at two stations, namely, Bezons 
in the north and Moulineaux in the south. Both are 
equipped with 5,000-kw., 15,000-volt, three-phase, 25- 
cycle turbo-alternators. Each station has a present 
output of 20,000 kw. and an ultimate output of 40,000 
kw. Four of the nine eventual substations are now 
in service. They are equipped with 1,000-kw. converters, 
except two in the busiest territory, which have 1,500-kw. 
converters. 


therefore, are made up of one, two or three pairs of 
cars, comprising one motor and one trailer of the 
multi-side door type (three pairs of doors per side). 


These vehicles are of steel, having the maximum per- — 


missible width of 2.95 m. (9.64 ft.) and a height of 
4.02 m. (13.2 ft.) above the rail. The over-all length 
outside of buffers is 19.92 m. (65 ft.). The wheels 
are of 1.1 m. (43.3 in.) diameter. The two trucks of 
the motor car carry four 165-hp motors. The seating 
capacity of a motor car is 72. The seats are arranged 
to permit a central aisle instead of the more customary 
European plan of a side corridor or no corridor at 
all. The closing and locking of the doors are con- 


March 7, 1925 


ELECTRIC RAILWAY JOURNAL 


377 


trolled electro-pneumatically by the motorman. Door 
opening is manual. 

These latest motor cars weigh only 57 tons com- 
pared with the 73 tons of the smaller 1912 type. The 
capacity of 660 hp. per two-car unit equals 5.5 hp. 
per ton of train at maximum load. 

The trailers are of the same general dimensions and 
appearance as the motor cars. They have control at 
the far end, so that every motor car-trailer unit can 
be run as a flexible double-ended unit. The weight of 
a trailer empty is 37.5 tons. The first-class compart- 
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Paris Suburban Area Served by the State Railways 


ment seats 34 and standing is not supposed to be 
permitted; the second-class compartment seats 56 pas- 
sengers. 

The new cars have been in use since May, 1924, 
with perfect satisfaction. They make the run to 
either Bécon-les-Bruyéres or to Bois-Colombes in 11 
minutes with stops at Pont Cardinet, Clichy-Levallois 
and Asniéres. A 15-minute headway is maintained dur- 
ing the rush hours, to give the common intermediate 
stations a 7.5-minute service. It is expected that the 
electrification from Rueil to Saint-Germain and to 
Saint-Cloud will be carried out in 1925. The complete 
electrification of the Versailles lines on the right bank 
to Issy, Saint-Nom-la-Bretéche and Argenteuil is set 
for 1927. 


Good Accident Record in Columbus 


URING the past 6 years the Columbus Electric & 

Power Company, Columbus, Ga., has reduced the 
number of accidents per 1,000 car-miles from 5.09 to 
1.20. Each year has shown an improvement over the 
one before. 

The gradual change-over in 1919, 1920 and 1921 from 
the old two-man type cars to the standard one-man 
safety car, together with the care taken by the oper- 
ators, was responsible for a reduction in the number of 
accidents in those years. 

In April of 1922 the operators were divided into two 
groups of teams known as the “Lions” and “Tigers.” 
At a meeting of the trainmen held every 3 months two 
captains, one for each team, are elected. These cap- 
tains then choose their men for the following 3 months. 
A friendly spirit of rivalry exists among these teams, 


ACCIDENT RECORD, COLUMBUS ELECTRIC & POWER COMPANY 


Accidents Related to 


Car Operation Total Accidents 


Per 10,000 Per 10,000 
Year Car-Miles Number Car-Miles Number Car-Miles Fatalities 
1918 860,800 432 5.01 438 5.09 | 
1919 941,957 549 5.84 553 5.87 1 
1920 1,002,981 412 4.12 419 4.19 0 
1921 1,028,309 299 2.91 305 VEY) 2 
1922 1,055,125 210 1.99 213 2.02 0 
1923 1,094,672 171 1.56 179 1.63 0 
1924 1,075,508 127 1.18 129 1.20 0 


each one striving for the best record. This has resulted 
in a further reduction in the number of accidents. Out 
of a total of 127 accidents in 1924, 75 were automobile 
accidents, and of these 75 accidents 40 were cases where 
the automobile ran into the street car. 

All accidents, regardless of who is to blame, are 
included in the total. For example, if an automobile 
collides with a street car while at a standstill it is 
counted as an accident despite the fact that the operator 
was in no way to blame. Taking into consideration the 
increase of automobile registration during this 5-year 
period, the record is thought to be extremely good. 


Transfer Use Reduced 63 per Cent 


HEN the New York & Queens County Railway 

inaugurated 100 per cent one-man operation about 
2 years ago it was found that the type of transfer 
used had a noticeable effect in reducing the speed of 
operation. Investigation showed also that many trans- 
fers were being fraudulently used. At that time trans- 
fers were of the P.M. coupon type with the month, day 
and year printed on the face. Separate transfers were 
used for each route and the one-man operator was re- 
quired to indicate the time limit with a hand. punch. 
As a result many transfers not properly punched, or 
not punched at all, were issued during busy periods by 
one-man car operators. After a study of the situa- 
tion, the Moran type transfer was adopted. This trans- 
fer was described in ELECTRIC RAILWAY JOURNAL for 
Feb: 3) 1923, and July 7%, 1923. 

All four routes of the Queens County system now 
use the same Moran transfer. Round-trip riding and 
stop-over trips are prevented by cancellations made by 
the carhouse dispatcher when issuing transfers to the 
car operator. These cancellations indicate that the 
transfer is not good going to either of the terminals of 
the route issuing the transfer. The date is indicated 
by a “V” cancellation made in the edge by the dis- 
patcher. The month is printed boldly in red. In addi- 
tion to protection of the time limit given by the printed 
coupons transfer abuse is prevented by using contrast- 
ing colors in the morning and afternoon. 

A marked reduction in the use of transfers has 
followed the adoption of this new style, as shown in the 
following table: 


Number of 
Transfers Ordered Cost of Transfers 
Dec, 1, 1922, to May 31, 1923....... 2,101,000* $1,031.00 
June 1, 1923, to Nov. 30, 1923....... 2,400,000 976.00 
Dee. 1, 1923, to May 31, 1924 ...... 1,775,000 710.00 
June 1, 1924, to Nov. 30, 1924....... 1,040,000 436.80 
Dec. 1, 1924, to May 31, 1925....... 780,000 327.60 


* Final order of the cld style transfers. 


Reduction in the use of transfers has come without 
any changes in routing and is attributed by the man- 
agement to the decreased desire of passengers to take 
transfers which have an enforceable time limit, and 
also to the elimination of waste due to abolition of 
route transfers with a printed date. 
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New Name Proposed for A. E.R. A. 


THE UNITED RAILWAYS & ELECTRIC COMPANY 
BALTIMORE, March 8, 1925. 


To the Editor: 

For a while back some of us have been discussing 
the desirability of changing the name of the American 
Electric Railway Association. To my mind, this has 
rather been brought to a head by the appointment of a 
managing director of the association and the remarks 
of Mr. Brush at the Midwinter Meeting in Washington. 
I wish to suggest that perhaps we should change the 
name of our association to “The American City and 
Interurban Transportation Association” 
should broaden its scope, so as to include other forms 
of transportation. This will put us not only potentially 
but practically in the position of wanting to furnish all 
the transportation for the territory we serve. 

A committee on the revision of the constitution and 
by-laws of the association has just been appointed. It 
seems to me this particular problem can well be settled 
so that whatever changes are wise can all be included in 
the revised constitution, which will be presented to the 


convention next October. L. H. PALMER, 
Vice-President and General Manager. 


More on Inspections for Special Trackwork 


R. W. HUNT COMPANY 
CHICAGO, Feb. 25, 1925. 
To the Editor: 

The editorial reference to the importance of spe- 
cial trackwork in the JOURNAL of Feb. 14, 1925, is timely 
and pertinent. 

If competent inspection service on this class of 
material is as rare as assumed it is almost entirely 
due to the failure of purchasers to specify thoroughly 
and accurately just what is desired, but rather to leave 
questions of quality and workmanship for argument 
between the inspector and manufacturer. Orders are 
frequently issued for an important and expensive frog 
or crossing with no mention of a specification, but sim- 


and that we 


ra 


ply to some manufacturer’s design. Then the inspector 
is more or less helpless, and the inspector’s chief func- 
tion is merely to check the dimensions. 

When special trackwork is bought to a definite specifi- 
cation and design, agreed to by both purchaser and 
manufacturer, exactly as rails are bought, inspection 
service will be found edequate in every detail. It would 
be interesting to know what electric railway mileage 
actually specifies A.E.R.E.A. specifications for the pur- 
chase of special trackwork. C. W. GENNET, JR. 


Rapid Transit Traffic Grows 80 per Cent 
in Ten Years 


TATISTICS on the rapid transit traffic in New York 

City recently compiled for the New York Transit 
Commission by Daniel L. Turner, its consulting engi- 
neer, show an increase of 86 per cent between 1913 and 
1923. During this time there have been a number of 
new routes and new stations, resulting from the dual 
contracts, which were signed in 1913. The total number 
of passengers on the rapid transit lines in 1915 was 
809,600,000, and in 1923, 1,506,100,000. 

Special study was made of the increase in traffic 
districts in Manhattan Borough, New York, below 59th 
Street. For the purposes of comparison, Mr. Turner 
has divided this district into nine groups or territories, 
as shown in the accompanying table. Two of these, 
groups 5 and 8, include a single cross street only. The 
notable feature of this compilation is the great increase 
in the uptown district or that from 33d Street to 
59th Street, as compared with either the downtown 
groups (1 to 3) or the intermediate groups (4, 5 and 
6). The results indicate that there has been a marked 
movement of business activities from downtown to the 
upper district. 

The figures in the table are also divided as between 
the two rapid transit companies, the Interborough 
Rapid Transit Company and the New York Rapid 
Transit Corporation (B.-M.T. Company). It should be 
pointed out that the latter company had only two 
stations in lower Manhattan in 1913, before the con- 
struction of its Broadway subway line. These two 
stations were the terminals of the Williamsburg Bridge 
and of the Brooklyn Bridge. The figures that are 
given for 19138 are of its traffic at those bridge 
stations. 


TICKET SALES ON NEW YORK RAPID TRANSIT LINES 1913 AND 1923, SOUTH OF 59TH STREET, IN MANHATTAN 


Number of Stations 
Included in Group 


-——Ticket Sales Year Ending June 30——. 
1913- 1923 ~ Increase from 1913 to 1923 
Per Total, in Per 


Total, in Total, in 


Group No. Stations 1913 1923 Thousands Cent Thousands Cent Thousands Cent 
1 Battery to and including Wall Street............... iW 8 12 27,385 vhs 51,694 thar 24,309 88.8 
2 North cf Wall to and including Fulton.............. : 4 yf 24,781 6.6 46,630 6.9 21,849 88.2 
3 North of Fulton to and including Chambers.. Sane 9 13 73,977 19.7 78,271 11.6 4,294 5.8 
4 North of Chambers to south of 14th Street.. a, eee 24 33 82,241 21.9 127,013 18.8 44,772 54.4 
5 4th Streets os... Ske Sia ee ee 5 if 25,618 6.8 59,604 8.8 33,986 132.6 
6 North of 14th Street to south of 33d Street. . 13 18 47,486 12.7 74,738 11.0 27,252 57.4 
7 33d, rites and 38th. Streetsim: cna 6 9 21,130 5.7 69,864 10.3 48,434 229.0 
8 42d Street wii Fanih tess cases Sue 8 Ec ae 7 8 40,988 10.9 104,089 15.4 63,101 153.9 
9 North of 42d Street to limit (59th Street) of area...... 13 18 31,491 8.4 64,352 9.5 32,861 104.4 
Total: 1S Secs eM Ed ieee ROOM ACO Un ances Oe eek 21 32 126,143 33.6 176,595 26.2 50,452 40.0 
MEG. os in isco 5 eee ene aah cat inset eee ect 42 58 155,345 41.4 261,355 38.6 106,010 68.2 
Fn 9 rscin, £2 i A OR DR, oe ee oe 26 35 93,609 25.0 238,005 35.52 144,396 154.2 
TaD aha jedi haca ee ehh aan og Rt tn beet a Eee 89 125 375,097 100.0 675,955 100.0 300,858 80.2 
By Companies: 

1-3 iurerborauek: aoe Transity. 2 2).05-h sede poste eee 20 26 91,622 24.4 122,373 18.1 30,751 Bano 
[<3 New! Worle City: Oh oo hole caer oa ACR anaes Pete 1 6 34,521 9.2 54,222 8.0 19,701 57.1 
4-6 Fateioneete Rapid Dransittygeites cee ae cane ere 41 48 141,526 Bid: 191,718 28.4 50,192 35.4 
AnOuN ewer onic @itysty dea dine gar eye tact ia cette eee 1 10 13,819 Bar 69,536 10.3 55,827 403.9 
7-9 Interborough Rapid Transit...............2...05 26 29 93,609 25.0 189,412 28.0 95,803 102.3 
729 New! Yor (Cityirs ida sc nitak ttre cceinin hates eee at Ges hoy es ee er 48,594 Wie 48,594" | eee 
1-9 Interborough Rapid Transit.................+..0% 87 103 326,757 87.1 503,503 74.5 176,746 54.0 
1-9: New: York: City. oics ae ea samene See 2 22 48,340 12.9 172,452 25.5 124,112 256.7 

ica 2 with the Cortlandt Street terminal of the 
1& Meinchided 2025507, tenes ae ee 5 8 41,317 77,314 35,997 87.1 
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Making Friends on the North Shore Line 


RECENT article in Advertising and Selling Fort- 

nightly cites the experience of a member of its 
staff in using the service of the Chicago, North Shore & 
Milwaukee Railroad. This experience illustrates in a 
striking way the interpretation which is placed on the 
term “service” and is an example of the methods by 
which this road makes friends of its patrons. The 
article in part reads as follows: 

“One of the Fortnightly staff recently had occasion 
to test the sincerity of this road’s service advertising. 
Illness in his family made it imperative for him to catch 
a 10 o’clock train out of Milwaukee for Chicago. He 
was in Fond du Lac, Wis., 64 miles from Milwaukee, 


the North Shore Line train dispatcher and told him 
the situation. Would he hold the train a few minutes? 
‘We'll do our best,’ said that obliging official. 

“He arrived at the station at 10.02, two minutes 
after the train’s leaving time, but there it was, waiting. 
Not satisfied that they had done’ enough, the North 
Shore Line officials went out of their way to see that 
the rest of the party in the automobile, who had to 
drive on to Chicago with the car, were taken to the 
outskirts of Milwaukee and started on the right road, 
which they might have missed in the dark. 


“Ten years ago this road was in the hands of a federal 


receiver. Today it is a profitable growing property. 
That’s what happens when a company gets the service 


and had but 2 hours to drive there in his car. 


He called 


attitude—and let’s people know it.” 


ws & Discussions | 
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Iowa Association to Meet 
at Waterloo 


JOINT convention of the Iowa 

Electric Railway Association and 
the Iowa section of the National Elec- 
tric Light Association will be held at 
Waterloo on June 3 and 4. One of the 
sessions on the second day will be a 
joint meeting of the two associations. 
June 5 and 6 will be devoted to a golf 
tournament to those who desire to par- 
ticipate. 


Joint Utility Meeting in Illinois 


de fifth joint convention of the 
three Illinois utility associations, 
comprising gas, electric and railway 
companies, will be held on March 18 
and 19 at the Hotel Sherman, Chi- 
cago. For the first time at a state 
utility convention there will be a utility 
advertising exhibit. 

Joint sessions will be held each 
‘morning, while the individual sections 
will hold their own meetings in the 
afternoon. On the program for the 
first morning session is an address on 
“The Future of Electric Railways,” by 
J. P. Barnes, president Louisville 
Railway. Merchandising, maintenance, 
safety, and the bus are among the sub- 
jects to be discussed at the electric 
railway sectional meetings. The meet- 
ing will conclude with the annual ban- 
quet on Wednesday evening. 


Regional Planning Congress to 
Meet in April 


HE first international town, city 

and regional planning conference 
in the United States will be held in 
New York City, April 20 to 25, at the 
invitation of Governor Smith and sev- 
eral local organizations interested in 
this work. An exhibit of city planning 
material from all over the world will 
be shown at the Hotel Pennsylvania 
and also at the Grand Central Palace, 
the latter as part of the exhibit of 
architectural and allied arts, under the 
auspices of the American Institute of 


Architects and the Architectural 
League of New York, which will meet 
in conjunction with the city planning 
congress. 

The conference is expected to be of 
especial interest and value as it will 
give opportunity to secure first-hand 
information upon an important field of 
city and regional development, namely, 
the better distribution of population 
and its effect on problems of trans- 
portation and traffic. 

City planning in European countries 
has been approached chiefly from the 
angle of planning for housing and for 
the better use of land, rather than the 
mere platting of streets and laying out 
of land. The housing shortage in this 
country and the increased cost of build- 
ing have emphasized the need of giving 
more attention to the actual distribution 
and character of building. 

A preliminary program of subjects 


to be discussed at the conference in- 
cludes the following which are likely to 
be of interest to railway men: “Trans- 
portation in the New York Region,” 


“Trafic,” and “City Planning as a 
Permanent Solution of the Traffic 
Problem.” 


Birney Club Elects 


HE regular monthly meeting and 

dinner of the Birney Club was 
held at the Missouri Athletic Associa- 
tion, St. Louis, on March 2. For the 
ensuing year the following officers were 
installed: Edwin B. Meissner, presi- 
dent; F. A. Richards, vice-president; 
B. W. Stemmerich, secretary; Otis 
Turner, treasurer. An interesting 
paper was read by B. W. Stemmerich, 
St. Louis representative .of the West- 
inghouse Electric & Manufacturing 
Company, on railway motors covering 
developments in the last 34 years. 


ZL 


American Association News 


Special Reports Available 


HE following special reports of the 

Bureau of Information and Service 
of the American Electric Railway Asso- 
ciation have been prepared and are 
available to member companies in good 
standing upon request. 


Bulletin No. 11—Wages of Trainmen.— 
This is an entirely new edition of the 
regular Wage Bulletin, based on replies of 
more than 450 companies to a questionnaire 
sent out in February. It shows the present 
wage-scale, effectitve date and date of ex- 
piration, previous scale, union affiliations 
of trainmen, number of men employed, 
contract conditions governing wage scale 
and the average weekly wages earned by 
the men under the scale. 

Bulletin No. 12—Wages of Bus Men,— 
This is the first bulletin of bus men’s wages 
issued by the association. It has been made 
necessary by the rapid increase in the bus 
operations of e'ectric railways. The bulle- 
tin shows substantially the same informa- 
tion for bus operators as is shown in our 
bulletin of trainmen’s wages, namely, pres- 
ent scale paid, effective date, date of ex- 
piration, union affiliation of bus men, num- 


ber of bus men employed, average weekly 
wages earned under the scale, ete. 

Bulletin No, 13—Schedule Analysis.—A 
summary of schedule data on fifteen of the 
larger operating companies. Shows, for 
average week-day schedules, proportion of 
hours used in running time and layover, 
the car-hours, run pay-hours and train- 
men’s pay-hours, the distribution of run 
allowances and pay allowances, car-mile 
schedules, schedule speeds, proportion of 
early, late and swing runs and one and 
two-man runs; also contains reproductions 
of the schedule summary sheets used by 
the several companies. 

Bulletin No. 14—Motor Bus Operations 
in the United States, Part III.—This is the 
third installment of the list of motor bus 
lines, the first part of which was issued 
Dec. 1, 1924. It shows the name and ad- 
dress of all motor bus operations and, 
where the information is available, statis- 
tical data on the character of their opera- 
tions. The present installment covers the 
states of Kentucky and New York. 


In addition to the above, supplements 
to the Fare Bulletin and Cost of Living 
Studies have been prepared, bringing 
them down to date. 
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Removing Motors Without 
Lifting Car Bodies 


HE shops of the Northern Indi- 

ana Power Company at Kokomo, 
Ind., were originally provided with a 
drop pit and stationary jack for re- 
moving wheels and motors from elec- 
tric cars. Difficulty was sometimes 
experienced from the necessity of 
stopping the car exactly over the 
jack in order properly to remove the 
motors. Frequently it was necessary 
to move the car back and forth over 
the pit several times, and as the 
clearance was small, the method was 
found to consume considerable time 
as well as being a source of danger 
to workmen. 

An adjoining pit in the shops has 
recently been fitted up with a Watson- 
Stillman traveling telescopic motor- 
lift hydraulic jack, which has been 
found ideal for changing , wheels, 
armatures, compressors, grid resis- 
tors, brake cylinders, air reservoirs 
and other under-body car equipment 
parts. The traveling jack in its 
original design was intended to run 
at the top of the pits. The track 
gage of the jack was thus consider- 
ably greater than that of the stand- 
ard track. In the installation at Ko- 
komo the track for the jack has been 
placed in the lower corners of the 
pit, which is 80 ft. long. 


To remove a motor with the new 
equipment the car is run over the pit 
so as to leave from 3 to 5 ft. of open 
pit space at one end. The jack is 
then pushed into position and raised 
under the motor, which is to be re- 
moved, so as to support the motor. 
The axle caps, gear case, suspension 
bolts and the bolts from one end of 
the truck suspension bars are then 
removed, so as to make it possible to 
swing the entire motor around the 
axle and lower it with the jack. A 
man can then push the jack with the 
motor to the end of the pit, where 
the motor can be lifted off with a 
crane. 

The usual maintenance method of 
the railway is to use spare motors 
and armatures and one of these is 
installed in place of the parts re- 
moved. With this new arrangement 
it has been found possible to remove 
and change an armature from a 
90-hp. motor in 45 minutes, whereas 
with the previous stationary drop pit 
an average time of 3 hours was 
taken. 

The jack is built on a rigid 
frame with flanged wheels for run- 
ning lengthwise of the pit. Cross- 
wise movement is also provided by 
movement on the framework on two 
channel irons. In the Kokomo shop 
a special cradle fits under the arma- 
ture housings. 


Telescopic Motor-Lift Hydraulic Jack Used for Removing Under-Body Equipment of 
Electric Cars at Kokomo, Ind. 


Hinged Stop for Double- 
Throw Switches 


By G. H. MCKELWAY 


Engineer of Distribution Brooklyn-Man- 
hattan Transit gad aetions Brooklyn, 


N USING double-throw switches it 

is quite important to provide a 
protection so that when the switch 
blade is pulled out from either set of 
contact clips gravity will not cause it 
to drop down into con- 
tact with the lower 
clips. This trouble is 
particularly likely to 
occur when the switch 
blade is pulled out 
quickly from the upper 
clips and the person 
opening the switch 
releases the handle 
before it has been 
brought to a stop. 

Many types of stops 
or housings have been 
used to prevent this, 
but a majority consist 


Hinged Wood 


Bar Prevents 


of loose parts which Accidental 
fre t] b Closing of 
quently ecome Switch 


misplaced. The 

accompanying illustration shows a 
type of stop which has been used 
with considerable success for switches 
installed in boxes out on the line. It 
consists of a wooden stop bar hinged 
on the side of the switch box, and so 
arranged that when the upper con- 
nection is made, which is normal po- 
sition, the bar drops by gravity over 
the lower clips. To make use of the 
lower clips it is necessary only to 
raise the bar to the vertical position 
until the switch blade is thrown 
down. Whenever a switch is thrown 
to the upper position the stop will 
drop across the lower contacts by its 
own weight. 


Melting Babbitt from Old 
Bearings 

HE accompanying illustration 

shows a furnace used for melting 
babbitt out of old bearing shells in 
the Hillcrest shops of the Toronto 
Transportation System. The furnace 
is constructed of brick and has a. 
sheet-iron door in one end. The in- © 
terior is provided with a shelf on 
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Furnace for Melting Old Babbitt Out of 
Bearing Shells 


which the bearings are placed. The 
furnace is gas-heated and the shelves 
are sloped toward the center and 
front so that the babbitt will drop to 
the lower part and run to the front 
end, where it is formed directly into 
pigs in the molds which are placed 
just in front of the furnace. The ex- 
haust system of the forge shop in 
which the furnace is located is con- 
nected so that the fumes are drawn 
away. 

The advantage claimed for this 
method of removing .babbitt metal 
from bearing shells is that as soon 
as the babbitt reaches a low melting 
point it is recovered in the molds, 
with the result that it has in no 
way been injured for further use. 


Sanding Truck a Great 
Time Saver 


SANDING truck recently con- 
structed in the 96th Street shops 

of the New York & Harlem Railroad, 
New York, N. Y., has been found a 
great convenience as well as a great 
time saver. Wherea particular piece 
of track or car line is to be sanded 
the truck can go directly to the job 
by the shortest route, and does not 
need to follow the car tracks. When 
once on the job the work can be done 
_ more rapidly and with less danger of 
congestion. If the truck overtakes a 
car in operation it can pull out around 
it and sand the track ahead, and in 
sections where street traffic is con- 
gested the truck can pull to either 
one side or the other of the track a 
considerable distance and still not 
interfere with the sanding operation. 
Accompanying illustrations show 


the construction of the truck. A 
standard Mack 5-ton truck chassis is 
used. The body was constructed in 
the company’s shops and has capacity 
for 7 cu.yd. of sand. Standard 
mechanism is used for raising and 
lowering the front end of the truck, 
and in regular operation the body is 
raised slightly at the front, so as to 
provide for sand flow to the rear by 
gravity. A false floor is also pro- 
vided which slopes to the rear and 
also transversely to the openings for 
receiving the sand. A large hopper 
is provided at the rear left-hand side 
and a 4-in. pipe runs along this side 
to the front of the truck underneath 
the false flooring. From this pipe 
six branches are taken off to run to 
each side of the bin. 

The sand valve and pipe for con- 
ducting the sand to the rail are lo- 
cated at the rear left-hand side. The 
valve consists of a casting with a 
2-in. inside diameter. The top of 
this is provided with a slide, which 
regulates the size of the opening or 
provides for completely shutting off 
the sand as required. This slide is 
actuated from the driving cab by two 
types of control. One method of 
control is through the foot brake 
lever, so that whenever this is de- 
pressed to apply the brakes and slow 
down the speed of the truck the flow 
of sand is automatically decreased or 
shut off when the brakes are com- 
pletely applied. Another control is 


Sanding Track by Means of a Truck Sander 


by means of a side lever. This is 
independent of the foot control and 
is used whenever it is necessary to 
shut off the sand entirely and still 
continue operating the truck in the 
normal manner. The connections 
from the foot and hand lever to the 
slide are made by steel rods. 

From the close-up of the valve and 
pipe for conducting the sand to the 
rail it will be noticed that there are 
two lead-in pipes. The one to the 
rear of the truck is from the hopper, 
while the one toward the front end 
of the truck comes from the pipe 
with branches which run along the 
left-hand side. It is found with this 
method of providing several places 
where the sand can enter that the 
body can be almost completely emp- 
tied of sand without difficulty. 

The pipe which conducts the sand 


Sanding Valve and Pipe for Conducting the Sand to the Track 


The truck is also arranged so that a 
snow plow nose can be mounted on the 
front for snow removal. The rear has two 


angle-iron cross-members with connection 


to the rear axle. This is provided for 
mounting a slot cleaning scraper for clean- 
ing the underground conduit slot used im 
New York City. 
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to the track is arranged with a swivel 
joint at its upper end so that it can 
be raised and lowered and also will 
swing sidewise of the track. The 
lower end of this pipe has a steel rod 
which fits into the groove of the rail 
and so follows this regardless of 
whether the truck is following the 
track exactly or not. The sand bin is 
made of wood with steel reinforcing. 
The covers are also of wood, but are 
covered with canvas so as to make 
them watertight. The covers are 
also sloped toward the edges so as to 
shed water readily. 

A small platform is provided at 
the rear with a chair, so that a man 
additional to the driver can be car- 
ried. The duties of this man are to 
raise and lower the principal con- 
ducting arm at the back whenever it 
is necessary to pull out from the car 
track or to stop the sanding opera- 
tion. A buzzer signaling system is 
provided so that the man at the rear 
can signal the driver the same as 
a conductor of a street car does. 
When the sanding arm is not being 
used it is swung around crosswise of 
the truck and hooks up out of the 
way. The truck is also arranged so 
that a snow plow nose can be 
mounted on the front for snow 
removal. 


Jig for Cutting Circular 
.. Disks with Torch 
By T. E. Woop 


Master Mechanic Omaha & Council Bluffs 
Street Railway, Omaha, Neb. 


IRCULAR disks are cut from 
sheet steel with an oxyacetylene 
torch and the simple jig shown in 
the accompanying illustration, which 


was taken in the shops of the Omaha 
& Council Bluffs Street Railway. 
When special machinery for the pur- 
pose is not available, the method 
illustrated offers a handy and satis- 
factory substitute. A forged arm 
with a base plate at one end is 
arranged so that it can be mounted 
in any convenient position by means 
of an ordinary machinists’ clamp. A 
supporting frame for the torch is 
pivoted in the end of the arm and is 
arranged so that it can be adjusted 
to give a circle of any given radius 
within the limits of the jig. 


ane 
New Equipment 


Available 


Starter for Motors in Hoist 
Service 


NEW reversing starter bearing 

the designation ‘‘CR-7009-M4” 
has been designed by the General 
Electric Company, Schenectady, N. Y., 
particularly for monorail hoist serv- 
ice such as is common in electric 
railway shops. It is very small and 
compact and is recommended for 
other applications in addition to that 
of hoist service where economy of 
space is essential. 

This starter may be used with 
either alternating or direct-current 
motors, and in operation throws the 
motor directly on the line. It con- 
sists of four single-pole contactors 
mechanically interlocked and mounted 
on a suitable base which is inclosed 
in a small sheet metal case for wall 


This Simple Jig Is a Time and Labor Saver 


In the shops of the Omaha & Council Bluffs cular disks of various sizes to be cut from 
Street Railway this equipment enables cir- sheet steel with an oxyacetylene torch. 


Reversing Starter for Monorail 
Hoist Service 


mounting. A push-button station is 
provided for operating the contac- 
tors, which are so arranged that the 
motor will run only as long as the 
push-button remains depressed. 
The over-all dimensions of the in- 
closed device are width 14 in., height 
9 in., depth 6 in. Knockouts are pro- 
vided for {-in. conduit. The con- 
struction is so arranged that the 
cover may be locked shut if desired. 


Recording Instrument for 
Car Tests 


N ELECTRICAL measuring and 
A recording instrument which pro- 
vides five simultaneous records is 
being marketed by Evershed & Vig- 
noles, electrical measuring instrument 
manufacturers of London, England. 
The instrument is designed to be con- 
nected in the electric car circuit so as 
to give simultaneous records of 
speed, motor amperes, voltage, brake 
application and stops. The five rec- 
ords are plotted side by side on two 
charts driven by a common clock 
mechanism. In order to. prevent 
cramping of the records, the instru- 
ment is fitted with a chart speed of 
6 in. per minute. Other chart speeds 


‘down to 4 in. per minute can be 


arranged without change of the clock 
mechanism. 

The time lines on the records are 
straight, and so it is a convenient 
matter to compare simultaneous val- 
ues of the/various records. Particu- 
lar attention has been given in the 
design of this instrument to prevent 
interference from vibration of the 
car and equipment. Difficulties from 
vibration have been overcome in the 
new instrument by special damping 
devices and special pen construction. 
An oil dashpot is used of tapered 
form, so that wave motion on the 
surface cannot be built up to increase 
the vibration effect. 


March 7, 1925 


ELECTRIC RAILWAY JOURNAL 383 


NS 


Eight Cents in Buffalo 


Commission Rejects City’s Five-Cent 
Fare—Allows Eight per Cent 
on $22,857,335 Value 


Fares in Buffalo, N. Y., were in- 
ereased to 8 cents or two tickets for 
15 cents on March 3 after the Public 
Service Commission had announced its 
decision on the application of the In- 
ternational Railway for a higher rate. 
The fare previously had been 7. cents 
or four tokens for 25 cents. The new 
rate will remain in effect until April 1, 
1926, or until changed by another order 
‘of the commission. Tdkens will be ac- 
cepted by conductors with the payment 
of an extra cent for fare, but tickets 
are to replace them in future. 

For rate-making purposes, the Public 
Service Commission fixed the value of 
the properties of the International Rail- 
way in Buffalo at $22,857,335, a cut of 
85 per cent in the valuation of $60,- 
000,000 placed on the property within 
the city by the International Railway 
and an increase of more than $8,000,- 
000 over the valuation placed on the 
property by the city in its fight for 
restoration of the 5-cent fare. The 
legal expenses and other costs to the 
city in its unsuccessful attempt to have 
a 5-cent fare restored were more than 
$25,000. 2 

In arriving at the new rate of fare, 
the state utilities board disallowed 
claims for funds turned over to Mitten 
Management, Inc., Philadelphia, by the 
Buffalo system for services performed 
for the local company. The commission 
held the company has an executive staff 
competent to manage its own affairs, 
but that if the owners of the property 
desire additional management, it is a 
matter with which the commission has 
no concern except to say that the ex- 
penses should be borne by stockholders 
and not by car riders. 


VALUATION FIXED 


The commission permits an 8 per 
cent return on the valuation allowed for 
the city properties. The board esti- 
mates that the 8-cent fare or two tickets 
for 15 cents will produce for the com- 
pany in 1925 the following results: 
Return, $1,828,335; operating expenses 


and taxes, including depreciation, 
$7,096,689; revenues required to meet 
return and expenses, $8,925,276. The 
Trevenue is estimated as follows: 
Passengers 

BroD 000) at 8 CONES! o:cr-.s.0is es. 018 $ 119,250 
101,500,000 at 7% cents........ 7,612,500 
14,000,000 at 8 cents.......... 1,120,000 


This makes a total revenue from fares 
of $8,851,750. Revenue from other 
sources is estimated at $95,000, making 
the total revenue for the company 
$8,946,750. 

The commission in fixing the new rate 
Says the annual fixed charges of the 


The News of the Industry 


International for interest on funded 
debt and other deductions from gross 
income are more than $1,500,000, not 
all of which can be chargeable to the 
Buffalo system. In 1924 the Interna- 
tional operated 444,799 more car-miles 
and 56,228 more car-hours than in 1921, 
while revenues decreased from $8,078,- 
775 to $7,777,072. Expenditures for 
maintenance of way, structures and 
equipment, traffic and general and mis- 
cellaneous expenses were higher in 


1924 than in 1921, but expenses for 


power, conducting transportation and 
taxes were lower. The commission 
found a progressive falling off of pas- 
senger traffic in recent years, due, it 
says, to increasing competition of 
privately owned automobiles. 


The decision of the commission says: 


Adequate street car service, however, is 
vital to the prosperity of any community. 
As yet no other system of transportation 
has been devised to handle urban traffic 
as well, especially during rush hours. Ade- 
quate service depends upon an adequate 
rate of fare. With an adequate fare, how- 
ever, there should be adequate service. One 
goes with the other. The company did not 
receive in 1924 that reasonable return on 
the value of its property devoted to public 
service to which under the statute it is 
entitled, and it can no more continue to 
serve the public at a loss and survive than 
can a merchant. 


Members of the City Council say they 
will not appeal from the decision of the 
commission unless after adequate time 
the management does not provide more 
frequent service on all lines and does 
not definitely announce its intention of 
making certain improvements. 


Chicago’s Interest Their Interest 


Offer of Railway Heads to Sell Properties to City Made in Behalf of 
Effort to Advance Chicago to Magnitude of First 
Rank Through Co-ordination 


AGUELY conceived nearly 20 

years ago, the purchase proposi- 
tion at Chicago which will go before 
the voters on April 7 represents 2 
years of labor by Mayor Dever, Henry 
A. Blair, Samuel Insull, Alderman U. 
S. Schwartz, Major R. F. Kelker, Jr., 
and a host of associates to realize the 
ambition of an ideal local transporta- 
tion system. This ideal consists of sub- 
way, elevated and surface carriers 
operated as a unit for one fare with 
free universal transfers and co-ordi- 
nation of train movements. 

The proposal is unusual in many 
ways, particularly the plan by which 
the city purposes to finance the pur- 
chase out of the system’s earnings and 
without putting up a nickel. For their 
equity the owners of the property are 
to accept so-called Schwartz certifi- 
cates, or notes. The state law makes 
these a first charge upon income, 

The 50-ward Aldermanic election of 
Feb. 24 is regarded as making the 
referendum result practically certain. 
Only five of the opponents of the meas- 
ure out of twenty-three backed by Wil- 
liam Hale Thompson and the Hearst 
newspapers were elected. Seven others 
got enough votes to go into a run-off 
election on April 24. Twenty-seven 
Aldermen friendly to the plan were 
elected outright. When the ordinance 
reached the final vote in Council on Feb. 
27 forty men voted in favor and five 
against. This is the Council strength, 
five seats being vacant. 

As indicated at greater length else- 
where in this issue of the ELEcrric 
RAILWAY JOURNAL, the ordinance pro- 
vides tripartite control by a board of 
nine men during half the payment pe- 
riod, or 20 years. The city will name 
three men, the security holders of the 


surface and elevated lines will name 
three and a joint conference will name 
three subject to vote of the County 
Superior Court en banc. Terms will be 
for 9 years. When the city has retired 
51 per cent of the notes, the operating 
board will be reduced to seven, with 
four named by the city. 

It is purposed to name the board in 
May and have it issue some Schwartz 
certificates, which will be subjected at 
once to a friendly test case to be car- 
ried to the Supreme Court. The re- 
quired amount will then be issued to 
pay for the elevated and surface lines. 
More paper is outstanding for both 
systems than is represented by the sale 
prices. Notably in the case of the sur- 
face lines will the need arise for work- 
ing out an arrangement under which 
holders of the many issues may share 
equitably in the new traction notes. 

Meanwhile Major Kelker will rush 
subway engineering details so that dig- 
ging can begin in September. The city 
has $40,000,000 in cash for the first 
unit. Most of the work will be cut and 
cover. Much has been planned on the 
layout of the tubes by Bion J. Arnold. 

Samuel Insull, though sharing with 
other utility men the justified mistrust 
of either municipal ownership or oper- 
ation, had refused for a long time to 
set a figure on the elevated lines, but 
at the last minute he reopened nego- 
tiations and even made a substantial 
compromise in the city’s favor. He ex- 
plained this later over the radio to the 
public. He said: 

I want to urge you to give very friendly 
consideration to the transportation propo- 
sition that will come before the voters. A 
development of rapid transit in the largest 
sense of the word is urgent and we must 
have it, I care not by what scheme. 


This scheme primarily brings together 
the surface and elevated lines. The prices 
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ot represent two-thirds of what it 
eae atts reproduce them. Speaking 
for the elevated lines, I am a long way 
from being satisfied with the price and so 
will be everybody else. But what we 
owners want is what the whole city wants ; 
that is, to provide the facilities that will 
lead the community ultimately to become 
the greatest city of this western hemi- 


sphere. 

There is a possibility that the assess- 
ment method of financing extensions 
giving service to particular districts 
may be adopted. Alderman Wiley W. 
Mills, head of the Public Ownership 
League of America, offered an amend- 
ment to that effect, but it was side- 
tracked when the authors of the ordi- 
nance expressed the belief that a 


method of this kind was possible under 
clauses already written in the bill. 
After lawyers have considered and 
determined the matter definitely, this 
will be taken up again. 

Several hundred amendments were 
waiting for the ordinance on the floor 
and forty-seven, relating mostly to mis- 
placed commas or undotted i’s, were 
adopted. Two were important. Eight 
miles of subway formerly listed for 
construction in the second 10-year pe- 


riod was moved up to the immediate’ 


list. Provision was made that subway 
stations downtown should not be more 
than 1,000 ft. apart. 


Interstate Bus. 


Case Decided 


United States Supreme Court Rules that Regulations Sought to Be 
Imposed by State Commissions of Washington and 
Maryland Are Unconstitutional 


N AN opinion read on March 2 by 

Justice Brander. the United States 
Supreme Court declared unconstitu- 
tional the Washington State law pro- 
hibiting common carriers for hire from 
using the highways of that state be- 
tween fixed terminals or on regular 
routes without having obtained a cer- 
tificate of public convenience and ne- 
cessity from the state, in so far as it 
applies to interstate carriers. 

On the same day the Supreme Court, 
also through Justice Brandeis, reversed 
the Maryland Supreme Court in the 
case of George W. Bush & Sons Com- 
pany against the Public Service Cor- 
poration of Maryland. Maryland re- 
quires a permit for common carriers 
using its highways with fixed routes on 
regular schedules. The Bush company 
applied for a permit for exclusively 
interstate freight carriage and was re- 
The state trial court and the 


fused. 
state Supreme Court held for the Pub- 
lie Service Corporation. The United 


tates Supreme Court, reversed this 
vie on the. ground that the attempted 
administration of the state law was an 
invasion of the commerce clause of the 
Federal constitution. The highways 
involved in the Maryland case were not 
built or maintained with Federal aid. 


Justice Brandeis, who delivered the 


opinion of the court, said in full: 


is is an appeal, under Section 238 of 
fia ietetal Code, from a final Reetea ee 
the federal court for western Washington 
dismissing a bill brought to enjoin the ope 
forcement of Section 4 of Chapter III of ‘ e 
laws of Washington, 1921. That section 
prohibits common carriers for hire from 
using the highways by auto vehicles be- 
tween fixed termini or over regular routes, 
without having first obtained from the 
director of public works a certificate de- 
claring that public convenience and pie 
sity require such operation, The highes 
court of the state has construed the section 
as applying to common Carriers engaged 
exclusively in interstate commerce. (North- 


ern Pacific Railway vs. Schoenfeldt. 123 
. idt vs. Department of 
Wash. 579; Schmi beak oF 


ic Works, 123 Wash. 705). 
eee for decision is whether the statute 
so construed and applied is consistent with 
the Federal Constitution and the legislation 

Congress. ‘ , 
ares a citizen of Washington, wished 
to operate’ an auto stage line over _the 
Pacific Highway between Seattle, Washing- 
ton and Portland, Ore., as a common car- 
rier for hire exclusively for through inter- 
state passengers and express. He obtained 
from Oregon the license prescribed by its 
laws. Having complied with the laws of 
Washington relating to motor vehicles, their 
owners and drivers (Carlson vs._ Cooney, 
123 Wash. 441), and alleging willingness 
to comply with all applicable regulations 
concerning common carriers, Buck applied 


there for the prescribed certificate of pub- 
lic convenience and necessity. It was re- 
fused. The ground of refusal was _ that, 
under the laws of the State, the certificate 
may not be granted for any territory which 
is already being adequately served by the 
holder of a certificate; and that, in addition 
to frequent steam railroad service, adequate 
transportation facilities between Seattle and 
Portland were already being provided by 
means of four connecting auto stage lines, 
all of which held such certificates from the 
states of Washington. Re Buck, P.U.R. 
1923 HB, 737. 
Note 1 


An additional ground for refusing the 
certificate was that the applicant did not 
appear to have financial ability. This 
ground of rejection does not require sep- 
arate consideration; among other reasons, 
because the plaintiff later asserted, in his 
bill, that he possessed the requisite financial 
ability, and the motion to dismiss admitted 
the allegation. 

To enjoin interference by its officials 
with the operation of the projected line, 
Buck brought this suit against Kuykendall, 
the director of public works. The case 
was first heard under Section 266 of the 
Judicial Code, before three judges, on an 
application for a preliminary injunction. 
They denied the application. (295 Fed. 
197). <A further application for the in- 
junction made after amending the bill was 
likewise denied. (295 Fed. 203). Then 
the case was heard by the district judge 
upon a motion to dismiss the amended bill. 
The final decree dismissing the bill was 
entered without further opinion. (See also 
Interstate Motor Transit Co. vs. Kuyken- 
dall, 284 Fed. 882.) 

That part of the Pacific Highway which 
lies within’ the state of Washington was 
built by it with federal aid pursuant to the 
act of July 11, 1916, C. 241, 39 Statute 355, 
as amended Feb. 28, 1919, C. 69, 40 Statute 
1189, 1200, and the Federal Highway Act, 
November 9, 1921, C. 119, 42 Statute 212. 
Plaintiff claimed that the action taken by 
the Washington officials, and threatened, 
violates rights conferred by these federal 
acts and guaranteed both by the Fourteenth 
Amendment and the Commerce Clause. In 
support of the decree dismissing the bill 
this argument is made. The right to travel 
interstate by auto vehicle upon the public 
highways may be a privilege or immunity 
of citizens of the United States. Compare 
Crandall vs. Nevada, 6 Wall. 35. <A citizen 
may have, under the Fourteenth Amend- 
ment, the right to travel and transport his 
property upon them by auto vehicle. But 
he has no right to make the highways his 
place of business by using them as a com- 
mon carrier for hire. Such use is a privi- 
lege which may be granted or withheld by 
the state in its discretion, without violating 
the due process clause or the equal protec- 
tion. clause. (Packard vs. Banton, 264, 
U. S. 140, 144). The highways belong to 
the State. It may make provision appro- 
priate for securing the safety and con- 
venience of the public in the use of them. 
(Kane vs. New Jersey, 242, U. S. 160). It 
may impose fees with a view both to rais- 
ing funds to defray the cost of supervision 
and maintenance and to obtaining’ com- 
pensation for the use of the road facilities 
provided. (Hendrick vs. Maryland, 235 
U. S. 610. See also Pierce Oil Corporation 
vs. Hopkins, 264 U. S. 187). With the in- 
crease in number and size of the vehicles 
used upon a highway, both the danger and 
the wear and tear grow. To exclude un- 


necessary vehicles—particularly the large 
ones commonly used by carriers for hire— 
promotes both safety and economy. State 
regulation of that character is valid even 
as applied to interstate commerce, in the 
absence of legislation by Congress which 
deals specifically with the subject. (Van- 
dalia R.R. Co. vs. Public Service Commis- 
sion, 242 U. S. 255; Missouri Pacific Ry. 
Co. vs. Larabee Flour Mills Co., 211 U. 8. 
612). Neither the recent federal highway 
acts, nor the earlier post road acts, Rey. 
Stat., Sections 3964; Act of March 1, 1884, 
C. 9, 23 Statute 3, do that. That state stat- 
ute is not objectionable because it is de- 
signed primarily to promote good service 
by excluding unnecessary competing car- 
riers. That purpose is within the states’ 
police power. 

The argument is not sound. It may be 
assumed that Section 4 of the state statute 
is consistent with the Fourteenth Amend- 
ment; and also, that appropriate state 
regulations adopted primarily to promote 
safety upon the highways and conservation 
in their use are not obnoxious to the Com- 
merce Clause, where the indirect burden 
imposed upon interstate commerce is not 
unreasonable. Compare, Michigan Public 
Utilities Commission vs. Duke, No, 283, 
decided Jan. 12, 1925. The provision here 
in question is of a different character. Its 
primary purpose is not regulation with a 
view to safety or to conservation of the 
highways, but the prohibition of competi- 
tion. It determines not the manner of use, 
but the persons by whom the highways 
may be used. It prohibits such use to some 
persons While permitting it to others for 
the same purpose and in the same manner, 
Moreover, it determines whether the pro- 
hibition shall be applied by resort, through 
State officials, to a test which is peculiarly 
within the province of federal action—the 
existence of adequate facilities for conduct- 
ing interstate commerce. The vice of the 
legislation is dramatically exposed by. the 
fact that the state of Oregon had issued 
its certificate which, despite existing facili- 
ties, declared that public convenience and 
necessity required the: establishment by 
Buck of the auto stage line between Seattle 
and Portland. Thus, the provision of the 
Washington statute is a regulation, not of 
the use of its own highways, but of inter- 
state commerce. Its effect upon such com- 
merce is not merely to burden but to ob- 
struct it.. Such state action is forbidden 
by the Commerce Clause. It also defeats 
the purpose of Congress expressed in the 
legislation giving federal aid for the con- 
struction of interstate highways. 

By motion to dismiss filed in this court, 
the state makes the further contention that 
Buck is estopped from seeking relief against 
the provisions of Section 4. The argument 
is this: Buck’s claim is not that the de- 
partment’s action is unconstitutional be- 
cause arbitrary or unreasonable. It ‘is 
that Section 4 is unconstitutional be- 
cause use of the highways for interstate 
commerce is denied unless thé prescribed 
certificate shall have been secured. Buck 
applied for a certificate. Thus he invoked 
the exercise of the power which he now 
assails. One who invokes the provisions 
of a law may not thereafter question its 
constitutionality, The argument is unsound. 
It is true that one cannot in the same pre- 
ceeding both assail a statute and rely upon 
it. (Hurley vs. Commissioner of Fisheries, 
257 U. S. 223, 225. Compare Wall vs. 
Parrott Silver & Copper Co., 244 U. S. 407, 
411). Nor can one who avails himself of 
the benefits conferred by a statute deny its 
validity, (Pierce Oil Co. vs. Phoenix Re- 
fining Co., 259 U. S. 125; St. Louis Co. vs. 
Prendergast Co., 260 U. 8S. 469, 472). But 
in the case at bar, Buck does not rely upon 
any provision of the statute assailed; and 
he has received no benefit under it. He 
was willing, if permitted to use the high- 
ways, to comply with all laws relating to 
common carriers. But the permission 
sought was denied. The case presents no 
element of estoppel. (Compare Arizona vs. 
Copper Queen Mining Cos) 233) SUStSaree 
94, et seq’) Reversed. é 


Georgia Railway Controls 
Transportation in Atlanta 


_ Permission was granted to a_ sub- 
sidiary company of the Georgia Rail- 
way & Power Company on March 3 by 
the City Council to operate coaches to 
serve Morningside and Sylvan Hills. 
Service will be started not later than 
March 8, when the anti-jitney ordi- 
nance becomes effective. In granting 
the joint petition of Preston S. Ark- 
wright, president of the Georgia Rail- 
way & Power Company, and H. M. 
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Atkinson, chairman of the board, the 
Council denied the applications of the 
Crosstown Express, Inc., and the At- 
lanta Colored Coach Lines, Inc., to oper- 
ate on the grounds that their proposed 
routes would violate the ordinance bar- 
ring jitneys from Atlanta streets. 

The fare for any distance on the rail- 
way’s buses or for the combination use 
of coach and street car will be 10 cents. 
The lines, however, will be only tempo- 
rary and may be changed following the 
report of the special traction commit- 
tee which is now studying the report 
of the John A. Beeler organization in 
connection with the relief petition of 
the railway. 

The granting of full control of the 
transportation of the city to the 
Georgia company is the second of 
the recommendations of John A. Beeler 
that the City Council has acted upon 
favorably. Mr. Beeler and members of 
his staff recently returned to Atlanta 
from a four-day trip to New Orleans 
and Houston with Mayor Walter A. 
Sims of Atlanta and the special trac- 
tion committee of the Atlanta City 
Council, headed by the Hon. J. L. Mc- 
Lendon. The party was accompanied 
by three reporters, representing all the 
daily newspapers of Atlanta. 


Capital Traction Offers Old Scale 
in Lieu of Higher Wage 


Motormen, conductors and bus oper- 
ators of the Capital Traction Company, 
Washington, D. C., filed a petition on 
Feb. 25 seeking an increase from 58 
cents to 70 cents an hour in their wages. 
The petition included a request of 25 
per cent increase for workers other 
than trainmen. About 1,000 employees 
are involved. Immediately following 
the application, the company denied the 
petition and countered with a proposal 
to reduce the present scale. This will 
result in the matter going to arbitra- 
tion and the company took the first step 
in that direction by announcing that 
Santon C. Peelle, an attorney, would be 
its arbiter. 

The present wage scale is 52 cents 


- an hour for the first 3 months, 56 cents 


for the next 9 months and 58 cents 
thereafter. The company will ask the 
arbitrators to consider the following 
reduced scale: For conductors, motor- 
men and bus operators in the service 
on March 30, 1923—first 3 months’ 
service, 51 cents an hour; next 9 
months, 54 cents, and after 12 months, 
56 cents; for conductors, motormen and 
bus operators employed after March 
30, 1923—first year, 50 cents; second 
year, 52 cents; third year, 54 cents, and 
fourth year and -thereafter, 56 cents; 
motormen and conductors acting as in- 
structors or operating one-man cars 
would receive 5 cents an hour addi- 
tional. The company proposes that no 
change be made in the wages of em- 
ployees other than motormen, conduc- 
tors and bus operators. 

George E. Hamilton, president of the 
company. stated in conclusion that in 
view of the fact that the company and 
the men were so far apart in judgment 
and conclusions on the subject it would 
be useless to attempt an agreement by 
conference. He suggested that arbitra- 
tion be resorted to as provided in the 
contract. 


Home Rule for Buses 


Ohio Cities Will Have Say Over Oper- 
ating Rights—Cleveland Railway 
to Use Buses 


Ohio cities are given full control over 
bus transportation within their bound- 
aries, under a bill passed recently by 
both the Senate and House in the Gen- 
eral Assembly. The bill becomes a law 
90 days after the Governor affixes his 
signature to it. It is believed he will 
approve the measure inasmuch as he 
has declared himself to be in favor of 
the move. Up to this time the State 
Public Utilities Commission had juris- 
diction over bus operation in cities. 

The bill not only gives City Councils 
the right to say whether or not there 
shall be bus transportation in their 
cities and who shall run this form of 
transportation, but also takes from the 
control of the state commission the 
right to regulate bus transportation in 
Ohio municipalities and places contigu- 
ous to municipalities. 

The bill was passed by both houses of 
the General Assembly only after a long 
and bitter fight. The new regulation 
was drawn specifically to meet the 
situation in Cleveland, where the Cleve- 
land People’s Motor Bus Company had 
sought a certificate of convenience and 
necessity from the State Utilities Com- 
mission. The Cleveland City Council 
and civic organizations fought the right 
of the state commission to grant any 
motor bus company the right to operate 
in Cleveland. 

It is expected now that the Cleveland 
City Council will authorize the Cleve- 
land Railway to operate buses in Cleve- 
land; in fact, the railway is seeking 
to finance the use of buses as feeders 
to the railway system. 


Council Approves New Milwaukee 
Operating Contract 


The Common Council of Milwaukee, 
Wis., has voted 21 to 4 in favor of the 
ordinance containing the proposed 
service-at-cost contract to be entered in- 
to between the city and the Milwaukee 
Electric Railway & Light Company. 
The measure will be submitted to a 
vote of the people on April 7. If the 
contract is approved at that time it will 
go into effect on July 1, provided the 
Railroad Commission and the North 
American Company are agreeable. The 
contract will run for a period of 10 
years, with the privilege of canceling 
it at the end of 8 years. It will be 
renewed automatically every 10 years, 
with the right reserved to the city to 
purchase the properties if the people 
vote in favor of municipal ownership. 


Fare Plea Made to New York 
Governor by Interborough 


The Interborough Rapid Transit 
Company, New York, on March 3 
addressed to Gov. Alfred E. Smith 
and to the State Legislature a memo- 
rial and petition asking legal authority 
to charge a fare higher than 5 cents, as 
the speediest practicable way not only 
to insure the building of new subways 
for New York but also to provide im- 
proved service on the rapid transit lines 
now in operation. 
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The petition did not specify any 
precise figure for the desired rate of 
fare. In the brief recently filed by its 
general counsel, James L. Quackenbush, 
7 cents was suggested, with the proviso, 
generally speaking, that 1 cent of each 
addition to the present 5-cent fare 
should revert to the city and the other 
to the corporation. It has been pointed 
out that, as the I.R.T. is now carrying 
1,000,000,000 passengers a year, the 
additional 1-cent increment alone would 
put into the City Treasury $10,000,000 
annually, which would provide for the 
annual interest upon the so-called 
“frozen credit,” now a continuous bur- 
den upon the city’s taxapayers. 


Agreement in Albany Results in 
Continuation of Seven-Cent Fare 


The 7-cent fare will be continued in 
Albany, N. Y., and permission will be 
granted the United Traction Company 
to operate gasoline-electric buses this 
spring over Western Avenue and over 
the route now served by the Arbor Hill 
trolley line. This was virtually agreed 
to at a conference on March 4 between 
city and traction officials. The agree- 
ment has no bearing on the application 
for a 10-cent fare on other United 
Traction lines in the Capitol district. 

A meeting has been called for March 
12, at which the final agreement is ex- 
pected to be reached, and petitions will 
be presented to the Common Council at 
its next meeting for operation of buses. 
Mayor Hackett said the company had 
requested permission from the city to 
operate buses over Western Avenue 
and the Arbor Hill route and in return 
proposed either to withdraw or post- 
pone for 12 months its application for a 
10-cent fare in Albany. He said he 
would also withdraw his petition for 
an investigation of affairs and for a 
5-cent fare. 


One-Man Car Protest in New 
Jersey Peters Out 


Despite complaints previously made 
against the operation of one-man cars 
on the Bloomfield line of the Public 
Service Railway, a hearing held by the 
Board of Public Utility Commissioners 
in Newark, N. J., on March 5 was very 
poorly attended. Fewer than 25 people 
were on hand when the meeting opened 
at 11 a.m., and the attendance dwindled 
to less than half a dozen by afternoon. 
More interest was manifested in the 
question of fare zone limits and con- 
nections between cars and trains at the 
railroad station in Montclair than in 
one-man car operation. 

A general statement made at the 
hearing to the effect that all one-man 
operation of double-truck cars was un- 
safe was answered by A. T. Warner, 
assistant to the vice-president in charge 
of operation. He showed that there 
had been a reduction of nearly 20 per 
cent in boarding and alighting acci- 
dents, as told elsewhere in this issue. 
He also pointed out that because of the 
high cost to the railway of supplying 
this service no extension of the present 
fare zone limits could reasonably be 
asked for. The company volunteered 
to make a study of ways to furnish 
closer connections with railroad trains. 
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News Notes 


Seeks Higher Fare——The Elmira 
Water, Light & Railroad, Elmira, N. Y., 
has filed with the Public Service Com- 
mission a complaint against the present 
6-cent fare charged on its system and 
has asked the commission to fix a just 
and reasonable fare. The company 
alleges that the 6-cent fare is unjust 
in that it does not yield a _ sufficient 
revenue to pay the cost of service and 
give the company a fair and reasonable 
return upon the value of its property. 


Wants 7-Cent Fare.—Having obtained 
consent of the municipalities through 
which its lines run to an increase in 
fares for a period of at least a year, 
the New York & Stamford Railway 
petitioned the Public Service Commis- 
sion on Feb. 26 for permission to put 
a new tariff in effect on 3 days’ notice. 
The line extends from Depot Square, 
New Rochelle, through Larchmont, Ma- 
maroneck, Harrison, Rye and Port Ches- 
ter to Stamford, Conn. It is proposed 
to charge 7 cents in each of the six 
operating zones except the first zone, 
the city of New Rochelle, where the 
5-cent fare will not be changed. In 
the second and third zones the fare is 
now 5 cents, and in the fourth, fifth and 
sixth zones it is 6 cents. In 1921 the 
company’s net income was $14,744. In 
1922 there was a deficit of $18,979, in 
1923 a deficit of $23,151 and in 1924 one 
of $13,290. 

Another Hearing on Ten-Cent Fare 
Petition—The Public Service Commis- 
sion will hold a further hearing at Al- 
bany on Marck 11 in the matter of the 


application of the Poughkeepsie & 
Wappingers Falls Railway, Pough- 
keepsie, N. Y., for permission to 


charge a 10-cent fare. On Feb. 23 the 
company petitioned for a reopening of 
the case for the presentation of further 
evidence to the end that the full in- 
crease sought in the original petition 
might be granted. The commission on 
Nov. 12, 1924, issued an order granting 
permission to charge a 9-cent fare, but 
it denied the 10-cent fare. 


Car Checks for School Children.—The 
Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., will issue 
car checks for use by school children 
under 10 years of age to be sold in 
strips of 10 for 30 cents. The intro- 
duction of these tickets was urged by 
the superintendent of schools. 


New York State Mayors Urge Bus 
Legislation—The New York State Con- 
ference of Mayors, in midwinter session 
at Albany, on Feb. 26 unanimously 
adopted the resolution presented by 
Mayor Frank X. Schwab of Buffalo urg- 
ing the Legislature to enact a law that 
would give municipalities the right to 
operate buses and trolley cars. 


Wants Service Extended.—Agitation 
has been started in Wausau, Wis., to 
‘have the Wisconsin Valley Electric 
Company extend its railway to supply 
service to residents on the west side, 
who are now forced to walk about half 
way to the business section of the city 


ELECTRIC RAILWAY JOURNAL 


before they can board a car. Should 
the company find it uneconomical to 
make this extension, it has been asked 
to establish bus service as a feeder to 
the railway. 

Denies Bus Petition. — The Public 
Service Commission recently denied the 
petition of David W. Jeram and David 
W. Jeram, Jr., for a certificate of pub- 
lie convenience and necessity for the 
operation of a bus line between Albany 
and Schenectady, N. Y., by way of 
Fuilderland and Carman. The commis- 
sion held that adequate accommoda- 
tions were supplied by bus lines and 
existing electric and steam railroad 
lines. 

West Philadelphia to Have Buses.— 
Double-deck buses will be put in oper- 
ation next summer ‘on Chestnut and 
Walnut Streets between 63d and Broad 
Streets under franchises with the city 
which the Philadelphia Rapid Transit 
Company now holds. Ralph T. Senter, 
vice-president in charge of engineering, 
recently made this announcement and 
at the same time indicated that the bus 
fare would be the same as the trolley 
fare, 8 cents or two tokens for 15 cents. 


Forty-Cent Sunday Pass.—The Pitts- 
burgh Railways, Pittsburgh, Pa., will 
give a 3 months’ trial to a second trans- 
ferable Sunday pass selling for 40 cents. 
The pass will be good for unlimited rid- 
ing by the holder in any and all fare 
zones on the system excepting the in- 
terurban routes, Charleroi, Washington, 
Donora, Harmony and Butler Short 
Line. It will not be good in the city of 
Washington nor on night cars. The 
installation of the second Sunday pass 
is an attempt to stimulate riding in 
the suburban zones. The 25-cent Sun- 
day pass will still be available. 


Hearing Set on Cancellation of Bus 
Privilege—Hearing on application of 
the Community Traction Company, 
Toledo, Ohio, asking for cancellation of 
the license of the Toledo Motor Bus 
Company, a competing independent line, 
has been set for March 13 by the Ohio 
Public Utilities Commission. The rail- 
way alleges that the bus company has 
violated the state laws. The bus com- 
pany operates in direct competition 
with the traction service on Dorr Street. 
A 5-cent fare is charged by the bus 
line. Some phases of the case have 
already been before the commission 
and testimony of the bus operators 
showed that a license originally granted 
to a partnership had been used for 
several months by the corporation, to 
which it was transferred. 


Seeks Fourth Bus Line Permit.— 
Application has been made to the City 
Council of Buffalo by the International 
Bus Corporation, a subsidiary of the 
International Railway, for permission 
to operate a double-deck bus line in 
Richmond Avenue at a 10-cent fare. 
This would give the International its 
fourth bus line in Buffalo. The com- 
pany asks a 10-year franchise, with the 
right reserved to the city to purchase 
the line on April 1, 1928, or any April 
1 thereafter on 6 months’ notice to the 
company, at its appraised valuation, 
the Public Service Commission to be 
arbiter if there is any dispute. It is 
agreed no valuation shall be placed 
upon the franchise. 
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City Will Take One-Man Car Issue 
to Supreme Court.—An appeal from 
the decision of Judge Isaac Wolfe in 
the Superior Court making permanent 
the temporary injunction restraining 
the city from enforcing the ordinance 
banning one-man double-truck ears of 
the Connecticut Company, New Haven, 
Conn., will be entered soon by counsel 
for the city. The ordinance was passed 
by the Alderman and if allowed to 
stand would have prevented the Con- 
necticut Company from operating its 
double-truck one-man trolley cars on 
its lines in the city. In his decision 
making the injunction permanent, Judge 
Wolfe found nothing in the city char- 
ter giving the Aldermen express or 
implied power to pass such an ordi- 
nance. The case will now be carried 
to the Supreme .Court, which will be 
called upon to review the decision in 
the Superior Court. 

Higher Fare in Effect.— A 17-cent 
fare on cars of the Chicago, South Bend 
& Northern Indiana Railway operating 
in and between South Bend and Misha- 
waka, Ind., has been put into effect 
following the authorization by the 
Public Service Commission. Four 
tokens will be sold for 25 cents, good 
on local lines in each city in which the 
company operates. 

Railway. Sells Another Service.—The 
San Diego Electric Railway, San Diego, 
Cal., has put into effect another nov- 
elty. This time it is the selling of 
newspapers and magazines to riders 
along the way. The service is in charge 
of F. A. Jeffres, who will have a staff 
of 45 men to sell the leading magazines 
and San Diego papers. The plan will 
be to cover the morning cars starting 
from the outer terminals and sell to 
downtown districts and in the after- 
noon to sell from the downtown central 
points to the outer districts. Mr. 
Jeffres has filed a surety bond to guar- 
antee a faithful performance of con- 
tract. The management of the railway 
reserves the right to approve all news- 
papers and magazines to be sold. 

Learning “How to MHang.”—The 
United Railways, St. Louis, Mo., has 
posted cards in its cars which read: 
“When standing in car, take firm hold 
of strap or seat back. This will enable 
you to avoid a fall if motorman has to 
start car suddenly.” 

Street Guide to Aid Patrons.—A gen- 
eral order has been issued by the De- 
troit Department of Street Railways, 
Detroit, Mich., providing that each 
street car conductor shall carry at all 
times when on duty a street guide as 
part of his regular equipment. It is 
the desire of the department to have 
the men prepared to furnish complete 
information to those inquiring as to 
the location of certain buildings, fac- 
tories, schools and hospitals .as well as 
street numbers and how to reach them 
by street car or motor coach. Com- 
plaints have been made by strangers 
in the city that due to the inability of 
the conductors to answer questions 
difficulty is experienced in reaching 
destinations. The order to the conduc- 
tors instructs them not to answer any 
questions by saying that they do not 
know. They are to give the desired in- 
formation if they can possibly do so, 
using the street guide when necessary. 
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Financial and Corporate 


Montreal Financing 
Explained 


Plan Advanced to Give 6 per Cent 
Bonds for Debenture Stock on 
Basis of 101 


The Montreal Tramways, Montreal, 
-Que., has decided to ask the holders of 
the 5 per cent debenture stock to ex- 
change this stock for 5 per cent 30-year 
general and refunding mortgage sinking 
fund gold bonds. These bonds will be 
authorized for a total principal amount 
of $100,000,000, bearing a rate of inter- 
est not exceeding a maximum of 6 per 
-eent per annum, and will be issued from 
time to time. The basis of exchange 
will be $101 of bonds for each $100 of 
‘debenture stock, and it is desired that 
the exchange be effective as and from 
April 1, 1925. 

At the present time the company has 
-an authorized issue of first and refund- 
ing mortgage gold bonds amounting to 
$75,000,000. Of this issue $21,351,000 
are issued and outstanding. It is in- 
tended to close this issue at $25,000,000. 

The company has an authorized issue 
of debenture stock amounting to $75,- 
000,000, of which $17,600,000 has been 
issued and is outstanding. The com- 
pany desires by means of the proposed 
exchange to bring about the retirement 
of all this outstanding debenture stock, 
and on the completion of the exchange 
the trust deed securing the debenture 
stock will be canceled. 

Of the new issue of general and re- 
funding mortgage sinking fund gold 
bonds, a sufficient amount will be held 
by the trustee to retire an equivalent 
amount of the first and refunding mort- 
gage bonds as presently issued or as 
may hereafter be issued up to the total 
amount of $25,000,000. It is intended 
that these bonds shall be issued as a 
‘series “A’’ and bear interest at the rate 
of 5 per cent per annum. 

It is further intended that a second 
series, to be known as series “B” and 
bearing interest at the rate of 5 per 
cent per annum, be authorized and 
issued fully to provide for the proposed 
exchange of bonds for the outstanding 
debenture stock of the company. The 
remaining general and refund ng mort- 
gage sinking fund gold bonds are to be 
issued from time to time for the cor- 
porate purposes of the company and 
proper restrictions will be inserted in 
the trust deed with respect to such fur- 
ther issues. 

The directors feel that the creation 
of this new security and the retirement 
of the presently outstanding debenture 
‘stock is in the best interests of the de- 
benture stockholder. Further issues of 
debenture stock do not command a suffi- 
ciently wide market to provide for 
future financing on reasonable terms. 
The first issue of debenture stock was 
made at the time of the company’s or- 
ganization in 1911, but since that time 
‘small issues have been made. In 1918, 
$1,000,000 was issued and sold and in 
1922 a further amount of $500,000 was 


disposed of. It is explained that deben- 
ture stock is not a security generally 
known on the Canadian or American 
markets, and the same is not readily 
salable on favorable terms. It is ob- 
vious that as the activities of the com- 
pany extend and broaden the company 
must have available for its purposes a 
security which will find a ready market 
throughout the world. It was explained 
that: 


If the proposed exchange is authorized, the 
present first and refunding mortgage bonds 
will be closed at $25,000,000; the debenture 
stock will disappear as a security of the 
company, and the holders of such debenture 
stock will receive an amount of the gen- 
eral and refunding mortgage sinking fund 
gold bonds which the company proposes to 
issue with a premium of 1 per cent on the 
exchange. Bonds of the issue so authorized 
will provide a means for the retirement at 
maturity of the first and refunding mort- 
gage bonds maturing in July, 1941, and 
from that date all holders of bonds of the 
proposed issue of general and refunding 
mortgage sinking fund gold bonds will 
rank pari passu in the security provided by 
the trust deed securing the same. 


Abolition of Jitneys Increases 
Revenue in Houston 


Traffic on the railway lines of the 
Houston Electric Company, Houston, 
Tex., has increased markedly since jit- 
ney competition was abolished some 
time ago. This fact is disclosed in the 
report covering the first 6 months of 
operation without competition from the 
jitney lines. The six months has 
brought 4,300,000 more rides with an 
increase of $187,218 in revenue. 

The company published figures to 
show that for the 6 months’ period just 
ended it failed to make an 8 per cent 
return on its investment by $122,868. 
For a similar 6 months of the year 
1923 the company failed to make an 8 
per cent return on its investment by 
$278,831. The report shows a decrease 
in the deficit of $155,968 for the 6 
months, or, at this rate, a deficit of 
$245,000 a year for 1924, as against 
one of $558,000 for 1923. 

“This means,” said W. E. Wood, 
manager, “that the company has been 
pulled from a concern on the brink of 
bankruptey to a point where a fair 
return on the investment may be ex- 
pected soon.” 


Dividends Paid and Property Kept Up 


Unfavorable Weather and Adverse Business Conditions Diminish 
Revenue of Minneapolis Property—$900,000 Spent on 
Extensions, Reconstruction and Equipment 


OR the year ended Dec. 31, 1924, 

the Twin City Rapid Transit Com- 
pany and subsidiary companies operat- 
ing in Minneapolis and St. Paul, Minn., 
earned sufficient to pay regular quar- 
terly dividends at the rate of 7 per cent 
per annum on the preferred stock and 
two semi-annual dividends of 2 per 
cent, aggregating 4 per cent, on the 
common stock. 

It is the belief of the management 
that the decrease in operating revenue 
during the year was due largely to un- 
favorable business and weather condi- 
tions. ‘The decrease in net income 
transferred to profit and loss for the 
year was $301,059. : 

In his report to the stockholders, 
Horace Lowry, president, said that as 
soon as the value of the property was 
finally fixed and the directors had rea- 
sonable assurance about the amount on 
which the company would be permitted 
to earn a return, the question would be 
taken up of putting the common stock 
on a quarterly dividend basis, the same 
as it was prior to the year 1918, in- 
stead of the semi-annual basis which 
the drectors have been forced to 
adopt due to unusual conditions. He 
said that after many months of hear- 
ings before the Railroad and Warehouse 
Commission proceedings to fix the valu- 
ation of the property of the Minneapolis 
Street Railway and St. Paul City Rail- 
way were concluded on Dec, 13, 1924. 

During the year $958,455 was spent 
for extensions, reconstruction, paving 
and equipment. The money for these 
expenditures was taken from the re- 
newal reserves, but after the value of 
the property has been finally de- 
termined, it will be possible to finance 
capital expenditures by the issue of 
capital securities. 


The $5,000,000 first consolidated 
mortgage extended 7 per cent bonds of 
the Minneapolis Street Railway, due 
Jan. 15, 1925, have been refunded to 
Aug. 15, 1928, by the issue of $5,000,000 
of Minneapolis Street Railway first 
mortgage collateral 53 per cent gold 
notes, due Aug. 15, 1928. The first con- 
solidated mortgage extended 7 per cent 
bonds, payment of which has been ex- 
tended to Aug. 15, 1928, with interest 
at 5% per cent per annum after Jan. 15, 
1925, were pledged with the trustee to 
secure the payment of the 53 per cent 
gold notes. 

The $500,000 first mortgage 5 per 
cent bonds of the Minneapolis & St. 
Paul Suburban Railway, secured by one 
of the suburban lines of that company, 
payment of which was guaranteed by 
the Twin City Rapid Transit Company, 
became due Sept. 1, 1924, and the direc- 
tors authorized the company to buy 
these bonds and hold them in its treas- 
ury, uncanceled and without satisfying 
the mortgage securing same, until such 
time as a comprehensive plan of re- 
financing could be worked out based 
upon values to be determined by the 
Railroad and Warehouse Commission. 
All of this issue of bonds is now with 
the treasury of the Twin City Rapid 
Transit Company. 


Bus COMPANY PURCHASED 
Last AuGuUST 


For some years past the Twin City 
Motor Bus Company has been operating 
between the business districts of Min- 
neapolis and St. Paul, and early in 1924 
the directors decided to acquire this 
company. This was accomplished and 
since Aug. 1 the Twin City Rapid 
Transit Company has owned all of the 
capital stock of the Twin City Motor 
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CONSOLIDATED INCOME STATEMENT OF 
THE TWIN CITY RAPID TRANSIT COMPANY 


1924 1923 


Revenue from transportation $12,593,798 $13,351,233 
Revenue from other railway 
operations... ngueswuw ¢ .  I1u,770 111,878 


Total railway operating 


PFOVENNG.. 24 «nus s 2050s $12,704,569 $13,463,111 


Way and structures........ $1,175,455 $1,197,372 
Equipment. si svn oe oeene 1,039,108 1,137,028 
Powerice scat omins toto sypetoas 1,336,670 1,421,156 
Conducting transportation.. 4,308,179 4,514,533 
Tra fhio Jeni aadiatl ott © 46,479 51,021 
General and miscellaneous... 1,351,255 1,285,422 


Transportation for inyest- 


ment—Credit........... 41,222" 08,693) 


Total railway operating 


OXPENSOSi seit weds $9,185,927 $9,537,841 
Net operating revenue... $3,518,641 $3,925,270 
Taxes assignable to railway 
OPCTAtION 6 cM chee 1,265,982 1,373,068 
Operating income........ $2,252,659 $2,552,201 
Income from unfunded se- 
curities and accounts..... $53,312 $86,920 


Miscellaneous income...... 37,394 7,085 
Net income miscellaneous 


physical property........ 1U,355 22,928 

Total = ating in- 
‘Gems ao Bi ox (ee $101,061 $116,935 
Gross income........... $2,353,721 $2,669,137 
Rent for leased roads...... $3,000 $3,000 
Interest on funded debt.... 1,072,968 1,087,625 
Miscellaneous debits....... 8,744 8,443 

Total deductions from 
gross income.......... $1,084,712 $1,099,069 

Net income transferred to 
profit and loss......... $1,269,008 $1,570,067 


PROFIT AND LOSS ACCOUNT OF THE TWIN 
CITY RAPID TRANSIT COMPANY 


Balance:Jan 1, 01924 on ceeee aera tes $1,774,093 
Additions for the year................ . 1,269,009 
Net adjustments............ $77,063 
Dividends on preferred stock.. 210,000 
Dividends on common stock.. 880,000 
Balance carried forward...... 1,876,038 


$3,043,101 $3,043,101 


company is run separate from the rail- 
way but in harmony with that property. 

In his report Mr. Lowry referred to 
the making of a contract with the 
Light-Weight Noiseless Electric Street 
Car Company for the construction of 
50 street car bodies, which the company 
had sold in Chicago. Under the terms 
of this contract, a large amount of the 
shop overhead items of the company 
were absorbed which under normal con- 
ditions would have been charged to 
operating expenses, and in addition 
thereto a net profit was made. 

The revenue passengers carried dur- 
ing 1924 totaled 209,202,818, against 
221,542,298 in 1923, 226,543,924 in 1922 
and 227,727,748 in 1921. During the 
year recently ended the company oper- 
ated 491.13 average miles of track, with 
a gross passenger car revenue of $12,- 
555,518. The income account for the 
years 1924 and 1923 and the profit and 
loss account are shown in the accom- 
panying tables. 


Gain in-1924 $6,000 


For the year ended Dec. 31, 1924, the 
Tygarts Valley Traction Company, 
Grafton, W. Va., which operates 
7 miles of line at a 7-cent fare, had 
total earnings of $52,471 and oper- 
ating expenses of $39,416. This left 
net earnings of $18,054. After pay- 
ment of interest on bonds, dividends on 
preferred stock and deduction of dam- 
age reserve, there was a net gain of 


$6,114. The cash fares for the period 
ended Dec. 31, 1924, amounted to $45,- 
932 and ticket earnings to $6,305. 


Paving and Snow Costs Hit 
New York Company 


The Third Avenue Railway, New 
York City, did not earn enough to pay 
2% per cent interest on: the 5 per cent 
adjustment bonds for the 6 months’ pe- 
riod ended Dec. 31, 1924. Because of 
the necessity for setting aside money 
for proper maintenance and deprecia- 
tion the directors have decided to de- 
clare an interest payment of 1% per 
cent on these bonds, payable April 1, 
1925. 

Since the company resumed payment 
upon its 5 per cent: adjustment bonds 
April 1, 1922, it has paid out in inter- 
est practically the entire amount 
earned during each 6 months’ period. 
During these periods it has been neces- 
sary for it to draw upon funds hereto- 
fore set aside and the funds for depre- 
ciation and contingencies in order to 
meet the expenditures for capital ac- 
count made necessary by the purchase 
of new equipment and to pay the ex- 
penses of new paving in existing tracks. 

The management explains that to 
have taken care of these capital ex- 
penses by the sale of securities under 
present conditions would have resulted 
in a serious sacrifice. The result of 
this draft upon these funds has been to 
decrease them very substantially. In 
addition these funds have been further 
reduced by reason of the fact that it 
was necessary during the last year to 
pay $750,000 in paving bills in litiga- 


tion decided against the company or 


compromised. Removal of snow in 
January cost approximately $100,000. 
This is in addition to the 12 per cent 
of its gross receipts, which the com- 
pany pays in taxes to state and city. 


Abandonment in Palo Alto 


The Peninsular Railway has definitely 
decided to abandon its local lines in 
Palo Alto, Cal. Application for abandon- 
ment has been placed on the commis- 
sion’s calendar for hearing. The aban- 
donment, which requires the consent of 
the Railroad Commission, had been 
sought in an application filed with that 
body, but had been withdrawn pending 
the outcome of negotiations over the 
transportation situation between the 
railway and the city of Palo Alto. The 
further trial of the system under 
modified conditions, including a time 
schedule providing for five cars instead 
of three and a 12-minute schedule in- 
stead of a 20-minute one, failed to 
popularize the service as had been ex- 
pected. This marks a conclusive stage 
in the long controversy between the 
city and the railroad over the local 
transportation situation. When asked 
whether the company would substitute 
bus service for the railway system Mr. 
Shoup replied that that question would 
be decided in a few weeks. 

Palo Alto is a town of about 6,000 
inhabitants. The mileage of the local 
line of the Peninsular Railway there is 
small, but the trackage is not segre- 
gated in the manuals of reference from 
the rest of the company’s system. 
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‘Valuation Bill Withdrawn 
in Indiana 


Representative Charles Mendenhall 
of the Indiana House of Representa- 
tives has withdrawn from that body 


- his bill which proposed to define the 


fair value or the rate base of a public 
utility corporation as the last value of 
the property assessed for tax purposes 
by the state Board of Tax Commission- 
ers, plus the cash betterments and 
capital additions made since the time 
of that assessed valuation. Mr. Men- 
denhall introduced the bill as a com- 
panion measure to his utility bill, which 
was killed previously. 

This bill sought to increase the 
power of the Public Service Commis- 
sion in the matter of the regulation of 
security issues by utility corporations. 
One of the provisions would have made 


it unlawful for the commission to . 


authorize a utility to issue securities 
when the amount of the issue plus out- 
standing stocks, bonds, notes and other 
evidences of indebtedness would be in 
excess of the fair value of the prop- 
erty. The bill which he withdrew was 
to define fair value as expressed in the 
first bill. There was no purpose to be 
served by the second bill since the first 
measure had been killed. 


New Interests Reported in 
Winnipeg Property 


It is understood by the Canadian 
Financial Post that control of the Win- 
nipeg Electric Company, -Winnipeg, 
Man., operating the Winnipeg Electric 
Railway, has passed to A. J. Nesbitt, 
president of Nesbitt, Thompson Com- 
pany, Toronto. While no statement 
has been issued, it is understood that 
the large block of common shares of 
the company that has been in the hands 
of the Mackenzie-Mann group has been 
acquired by Mr. Nesbitt and associates, 
and that these shares, together with the 
extensive holdings formerly owned by 
Mr. Nesbitt and his group, give to the 
Eastern financiers control of the com- 
pany. 

The Post says that the move is 
regarded as highly constructive in two 
ways; first, in removing from the mar- 


ket the pressure of a large block of | 


overhanging shares that have been a 


depressing factor since the death of Sir ' 


William Mackenzie, and, second, in put- 
ting control of the company’s affairs in 
the hands of a successful public utility 
financier who has given to all of his 


companies effective and public-spirited | 


leadership. 


The Winnipeg Electric Company is | 


offering 2,000 shares of 7 per cent 
cumulative preferred stock to its cus- 
tomers. The campaign will continue 
10 days and will be conducted by the 
employees, each of whom is to call 
on ten of his friends during the drive. 
The stock can be purchased ‘on the par- 
tial payment plan—$10 a share with 
the order and $10 a month a share. 
This is the first attempt at customer- 
ownership ever made in Winnipeg on 
a big scale. The prime purpose of the 
offering, according to General Manager 
McLimont, is to secure an increasing’ 
measure of customer-ownership and 
not to secure new capital. 
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Negotiations Under Way for 
Purchase of Rainier Valley Line 


While city officials are preparing 
an appraisal of the Seattle & Rainier 
Valley Railway, Seattle, Wash., with 
the view of negotiating for purchase, 
two factions in Rainier Valley have 
developed. One is in favor of the 
purchase of the lines and the other 
opposes such purchase, on the ground 
that the company should be made to 
meet its financial .obligations relating 
to gross earnings tax and delayed 
paving, before the city takes over the 
lines. 

The company now owes the city 
approximately $60,000 in delinquent 
franchise tax and is in arrears in 
paving between its tracks A_ suit 
to force the company to do the paving 
is pending in the Federal Court. City 
officials agree that if the city took 
over the system now it would have to 
assume the responsibility of paving. 
The company has persistently given 
lack of funds as its reason for not 
living up to its paving clause in the 
franchise. The franchise tax is 6 
years overdue. 

The Council recently adopted a reso- 
lution instructing Corporation Counsel 
'T. J. L. Kennedy to take immediate 
steps for collection, but the finance 
committee has modified this resolution 
to provide that Mr. Kennedy recom- 
mend what steps should be taken. 
With the cost of the paving required 
by the company’s franchise estimated 
at about $1,000,000, the company again 
takes the position that it cannot raise 
the money. Gradual increase of popu- 
lation led the company, not long ago, 
to apply to the Council for the privi- 
lege of operating auto-bus feeder 
lines. The bus-operating privilege was 
refused. 

The combination of circumstances has 
created a deadlock with the city au- 
thorities, the railway and the people 
of the valley, and the only solution so 
far suggested is that the city shall 
take over the system. No purchase 
price has been discussed as yet. 


29,000,000 More Passengers 
on Chicago Surface Lines 


A hands-off policy has been adopted 
by the Chicago Surface Lines toward 
the purchase campaign being conducted 
by the city of Chicago, and while 
municipal ownership proponents and 
opponents are debating and dema- 
gogues are denouncing, the men doing 
the detail work in the operation of the 
system are aggressively pushing im- 
provements and service extensions. 

Beginning March 1 75 multiple-unit 
ears, all new, were put into service on 
the 19-mile Milwaukee Avenue run. A 
few were replacements. Most of the 
new cars went into the formation of 
36 two-car trains with a schedule of 
increased headway and increased serv- 
ice. 

A summary of growth for the fiscal 
year ended Feb. 1 shows 1,492,000,000 
rides, an increase of 29,000,000 and a 
gain of a little more than 1 per cent in 
revenue passengers. Mileage was in- 
creased 4.60 per cent, one of the 
highest ratings in the country. 


Officials announced that the lines 
would not be permitted to lapse at any 
time regardless of the purchase cam- 
paign. Franchises on which the lines 
depend*have only 2 years to run. 


Dividend Raised in Philadelphia 
—Stock Sale Successful 


The Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., has increased 
the dividend on its common stock from 
6 per cent to 8 per cent annually to take 
care of accumulated dividends. It is 
explained that in 1907 the company 
entered into an agreement with the city 
of Philadelphia under which sinking 
fund payments are provided which may 
be used to pay off the $30,000,000 of 
capital stock at par in 1957 and will no 
doubt be used for that purpose. Under 
this agreement holders of the capital 
stock were to receive 6 per cent per 
annum cumulative. At present com- 
mon stock holders are about $20,000,- 
000 short of having received their 6 per 
cent cumulative dividend. The rail- 


Tics \ 
Tells How | 


Passengers’ Attention Was Attracted 
by Placards 


way management holds this deficit 
should be made up before the end of 
the city-company agreement in 1957 by 
an added annual dividend payment of 
2 per cent. With this in mind $1 will 
be paid for the quarter commencing 
Jan. 1, 1925. 

The report of the Philadelphia Rapid 
Transit Company for the year ended 
Dec. 31, 1924, shows net income of $1,- 
810,864 after depreciation, charges and 
taxes, equivalent to $3.01 a share (par 
$50) earned on $29,996,110 capital 
stock outstanding, as compared with 
$1,800,000 or $3 a share in 1923. 

Car riders have already oversub- 
scribed the proposed issue of 60,000 
shares of 7 per cent cumulative pre- 
ferred stock ,offered to them at par. 
The total of orders handed by pas- 
sengers to conductors and subway- 
elevated cashiers was not disclosed, but 
13,000 car riders oversubscribed the 
$3,000,000 offering in six days. 

All stock orders except from bona 
fide patrons who are residents of the 
city will be rejected. The company will 
not, it was said, cut down the number of 
shares ordered by each car rider, the 
limit of which is ten to each individual. 
Applications will be filled in the order 
in which they are received, officials 
said. 

There can be no delivery until the 
issue of $3,000.000 preferred stock has 
been authorized by the City Council and 
by the stockholders, who will meet on 
March 18. The city’s assent to this 
issue is now being urged to accentuate 
this end. 


Utilities Borrow on Better Terms 
—Marked Improvement by Rails 


Public utilities issued in excess of 
$1,000,000,000, par value, of securities 
in 1924 at an average yield per dollar 
of 6.03 per cent and an average yield 
per issue of 6.14 per cent on offering 
price. With very few exceptions all 
classes of utilities borrowed capital at 
materially lower rates in 1924 than 
they did in 19238. 

These facts are based on an analysis 
of public utility financing in 1924 by 
H. B. Dorau of the Institute for Re- 
search in Land Economics and Public 
Utilities. The study which was made 
further shows that average rates were 
materially lower in the last quarter of 
the year than in the first 9 months. Dur- 
ing the first, second and third quarters 
of 1924 the average yield per dollar 
was 6.08, 6.10 and 6.14 per cent, while 
in the fourth quarter the average yield 
per dollar on new issues fell to 5.81 
per cent. The simple average rates 
also show marked declines from aver- 
ages of 6.20, 6.23 and 6.16 in the first, 
second and third quarters of the year, 
to 5.96 per cent in the fourth quarter. 
During the last quarter of the year a 
number of large issues were offered at 
prices to yield as low as 5 per cent—a 
rate only occasionally approached at 
any time since the years 1919 and 1920, 
when the yields on public utility securi- 
ties were at their height. 

Electric railway securities were issued 
to yield the highest weighted average 
rate of any utility class (6 per cent). 
The simple average yield is below the 
average for all utilities, but this is 
accounted for by the number of com- 
paratively small issues of notes and 
equipment certificates at materially 
lower rates. The averages on electric 
railway bonds are more representative 
for this utility, being 6.25 and 6.22 per 
cent for weighted and simple averages 
respectively. This is a marked improve- 
ment over 19238, for which year sim- 
ilar calculations show the weighted 
average rate on bonds issued by electric 
railways to have been 6.52 per cent 
and the simple average rate 6.37 per 
cent. 

Electric railway companies rendering 
other utility services also borrowed 
capital at decidedly lower average rates 
in 1924. The weighted and simple 
average rates on new bonds of this class 
of utilities in 1923 were 6.25 and 6.36 
per cent, while in 1924 comparable 
average rates were 6.11 and 6.16 per 
cent. 


New Directors for Eastern Massa- 
chusetts. — Charles E. Ober, J. Wells 
Farley, K. Otis Wardwell and Elliott 
Spaulding were elected directors of the 
Eastern Massachusetts Street Railway, 
Boston, Mass., at the annual meeting of 
stockholders. Other directors were re- 
elected. The number of directors was 
increased from seven to nine. 

Net Income Lower.—The total oper- 
ating revenue of the Department of 
Street Railways, Detroit, Mich., for 
January, 1925, was $1,867,256, against 
$1,973,453 for a similar month a year 
ago. These figures included $1,811,735 
and $1,926,419 for transportation rev- 
enue, in January, 1925, and 1924 re- 
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spectively. The operating expenses 
were $1,354,260 in January, 1925, and 
$1,423,186 in January, 1924. Net 
revenue was $550,267 in January, 1924, 
and $512,996 in January, 1925. The 
gross income for January, 1925, and 
January, 1924, was $469,497 and $492,- 
3538, respectively. Net income fell from 
$89,023 in January, 1924, to $56,329 in 
January, 1925. Total passengers car- 
ried decreased from 41,451,043 in Jan- 
uary, 1924, to 39,889,805 in January, 
1925. 


Northern Ohio issues Authorized.— 
The State Public Utilities Commission 
of Ohio has authorized the Northern 
Ohio Traction & Light Company, Akron, 
to issue $7,000,000 in bonds and notes 
to reimburse the treasury for capital 
expenditures. The issue is to be divided 
as follows: $2,500,000 first lien and re- 
funding 5 per cent bonds, $2,500,000 
bonds bearing 6 per cent interest due in 
1947, and $2,000,000 in two-year 6 per 
cent notes, dated Feb. 1, 1925. The com- 
mon stock of this company is owned by 
the Northern Ohio Electric Corporation, 
the financial structure of which is be- 
ing readjusted. 


Reorganization Must Provide for 
Mill Tax.— The city of St. Louis, 
through counsel, has notified the Fed- 
eral court that the municipality will 
oppose any plan for the reorganization 
of the United Railways which does not 
provide for the payment in full of mill 
tax judgments of $2,326,321. Notice 
to this effect was given when a motion 
was filed by the city on Feb. 20 to in- 
tervene in a request to deny Receiver 
Wells’ application for the court’s ap- 
proval to take up $4,200,000 general 
4 per cent bonds of the St. Louis Tran- 
sit Company. The city complained that 
the reorganization plans do not provide 
for the payment of the back mill taxes. 


Net Income Lower.—For the 7 
months’ period ended Jan. 31, 1925, the 
passenger revenue of the Brooklyn City 
Railroad, Brooklyn, N. Y., was $6,625,- 
686, against $6,854,569 for the period 
ended Jan. 31, 1924. Operating ex- 
penses, including taxes, increased from 
$5,648,858 in the 7 months’ period ended 
January, 1924, to $5,762,400. The net 
corporate income fell off to $819,107 in 
the 7 months’ period ended Jan. 31, 
1925. For the similar period of last 
year the net corporate income was 
$1,143,871. 


Park Tax Paid.—A check for $289,- 
877 has been sent to the city of Balti- 
more, Md., by the United Railways & 
Electric Company, which is the park 
tax for the quarter ended Dee. 31, 1924. 
This park tax paid by the railway is 
9 per cent of the gross receipts from 
lines within the city limits. It is paid 
in lieu of all other local taxes. 

Will Abandon Service in City.—The 
Toledo & Western Railroad has been 
granted permission to abandon service 
within the city of Toledo, Ohio, and on 
March 21 plans to stop its passenger 
cars at Stop 4 in West Toledo. The 
company claimed it had been losing 
money on city operation. Recently it 
was forced to abandon part of its track’ 
within the city limits due to changes in 
street paving. No provision has been 
made for a connecting service other 
than that furnished by the Community 
Traction Company. 
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One Mile Abandoned.— The Public 
Service Commission recently granted 
to the Hornell Traction Company, 
Hornell, N. Y., permission to abandon 
the North Hornell line, extending to 
Hornellsville, a distance of 1.12 miles. 
The approval is on condition that the 
company remove all its structures from 
any streets in the city of Hornell on 
which the line is operated and restore 
the streets to good condition. The evi- 
dence showed that receipts of the North 
Hornell line averaged from $2 to $4 a 
day, and that the cost of operating was 
$12 a day. 

Common Dividend Cut by Boston 
Elevated. — Directors of the Boston 
Elevated Railway, Boston, Mass., have 
declared a quarterly dividend of 1% per 
cent on the common stock. In the pre- 
vious quarter 13 per cent was paid. 


Reorganization Move Made. — The 
Cleveland Trust Company, Cleveland, 
Ohio, as trustee, has filed suit in Fed- 
eral court against the Chicago, Lake 
Shore & South Bend Railway, Michigan 
City, Ind., in which it seeks to foreclose 
property of the defendant in Indiana. 
A mortgage of $6,000,000 was made in 
1907, securing money used in provid- 
ing the lines. The trust company also 
asks that the court hold the mortgage 
valid; that it order an account of all 
property subject to the mortgage; that 
a receiver be appointed, and that an 
injunction be issued restraining the de- 
fendant corporation from interfering 
with or disposing of the property of the 
company. This action is understood to 
be one of a series of formal moves to 
be made in order to carry out the plans 
for the reorganization reviewed in the 
ELECTRIC RAILWAY JOURNAL for Feb. 
7, page 238. 

Promising Year Ahead.—The Connec- 
ticut Company, New Haven, Conn., 
which has not paid a dividend since 
1916, shows encouraging returns for 
1924. The past year is the fourth in 
succession in which fixed charges have 
been covered with a fair surplus. Main- 
tenance charges have been unusually 
heavy because earnings have been put 
back into property liberally. 

Illinois Power Gets Additional Roads. 
—The Illinois Commerce Commission 
has authorized the Illinois Power & 
Light Corporation to acquire all of the 
outstanding stock of the St. Louis, Troy 
& Eastern Railway, a 26-mile steam 
line, and the St. Louis & Illinois Belt 
Railway for $2,030,000§ of which 
$1,700,000 will be paid in cash. 

Customer-Ownership Plan Successful. 
—In the customer-ownership campaign 
ended Jan. 31, the Public Service Cor- 
poration, Newark, N. J., sold 77,572 
shares of 7 per cent cumulative pre- 
ferred stock to 19,545 subscribers 
throughout New Jersey. It was the 
most successful of the six campaigns 
since 1921. Since this method of sell- 
ing securities was started the company 
has’ sold to customers approximately 
260,000 shares of 7 per cent and 8 per 
cent cumulative preferred stock. 

Operation Will Cease.—Notices have 
just been posted that the Gates Mill 
line of the Cleveland & Eastern Trac- 
tion Company, Cleveland, Ohio, will 
cease operation. The company received 
permission from the State Public Utili- 
ties Commission to abandon service on 
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account of heavy losses from month to 
month, extending over more than a 
year. Operators of the line, however, 
have been postponing the day of aban- 
donment, in the hope that some way 
would be found to make the line pay. 
The principal towns affected are Gates 
Mill, Middlefield, Chardon and Burton. 


District Merger Bill Passed.—The 
House has passed the Senate bill au- 
thorizing a voluntary consolidation of 
the electric railway companies in the 
District of Columbia. The measure 
sent to the President provides, how- 
ever, that no actual amalgamation shall 
be made until its terms have been rati- 
fied by Congress. The bill was passed 
under suspension of the rules. It is 
said that “as soon as the merger bill 
becomes law Congress expects the Pub- 
lic Utilities Commission to bring the 
Washington Railway & Electric and 
the Capital Traction Company officials 
together to work out a plan of con- 
solidation to be submitted to the next 
Congress for approval.” 


Tax Valuation in Ohio Higher.—The 
total 1924 valuation upon which the 
public utility industry in Ohio will pay 
taxes in 1925 is $1,484,450,600, com- 
pared with $1,408,728,070 a year ago. 
In 1910 the tax valuations of the elec- 
tric railways was $32,693,904; in 1923, 
$185,873,530, and in 1924, $183,440,700. 

Deficit for Seven Months’ Period.— 
The statement of the Interborough 
Rapid Transit Company, New York, 
N. Y., for the 7 months ended Jan. 31, 
1925 shows an increase of $630,944 in 
total revenue over the similar period 
ended Jan. 31, 1924. This gain was 
more than offset, however, by higher 
taxes and the increase in the Manhat- 
tan (elevated) rental effective on July 
1, 1924, under the readjustment plan. 
Though the company was ablé to lower 
operating expenses during this period, 
the reduction was insufficient to escape 
a deficit after allowing for all charges. 
This deficit was $136,302, which repre- 
sented an increase of $1,211,025 over 
the corresponding 7 months in 1924. 


Another Payment on Seattle Debt.— 
The city of Seattle, Wash., paid an- 
other installment recently on the pur- 
chase price of the Seattle Municipal 
Railway, including $833,000 on the 
principal and $312,525 on the interest. 
This makes a total of $7,582,100 inter- 
est and principal paid on the agreed 
purchase price. The city still owes 
$11,688,000 of the $15,000,000 debt in- 
curred. ; 

Collateral Notes Offered.—Blodget & 
Company, New York; W. W. Armstrong 
Company and the First Wisconsin Com- 
pany are offering at 98 and interest to 
yield more than 6.20 per cent $1,530,000 
of 15-year 6 per cent collateral gold 
notes of/ the Western United Corpora- 
tion. The notes are dated Jan. 1, 1925, 
and are due Jan. 1, 1940. The Western 
United Corporation on Jan. 1, 1924, ac- 
quired ownership of the Aurora, Elgin 
& Fox River Electric Company, which 
operates the 30 miles of street railway 
in Elgin and Aurora, with a population 
of more than 80,000; also 36 miles of 
interurban lines serving the Fox River 
Valley, connecting Aurora and Hlgin. 
The interurban line offers the only 
direct passenger service between Au- 
rora and Elgin. 
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CALIFORNIA.—Slackening of Speed Not 
an Invitation to Alight. 


Where a _ street car slackens its 
speed when rounding a curve and ap- 
proaching a stopping place, an intend- 
ing passenger should not consider this 
an invitation to alight from the car, and 
it was not in itself negligent for the 
motorman to increase the speed at such 

-a time. (Hildebrand vs. City and 

County of San Francisco, 231 Pacific 

» Rep., 1008.) 

FEDERAL CouRT—Character of Business 
Determines Common Carrier Con- 
ditions. 

A state cannot fetter an interstate 
carrier by the imposition of unreason- 
able burdens. A common carrier must 
serve all, up to the capacity of his facil- 
ities, without discrimination and for 
reasonable pay. here a motor truck 
operator had only three customers, 
made no effort to solicit public busi- 
ness, had no power of eminent domain 

_or franchise and made no greater use 
of the highways than any other mem- 

ber of the body politic, he was not a 

public carrier. [Michigan Public Util- 

ities Commission et al. vs. Duke, 45 

Supreme Court Rep., 191.] 


GEORGIA.—Stop at Flag Station. 


A motorman made a stop at night on 
signal at a flag station, but stopped 
about 50 ft. beyond the station. The 
signaling passenger, walking down the 
track to board the car, fell into an 
underpass. The company was _ held 
responsible. (Atlanta Northern Rail- 
i) vs. Brown, 125 Southeast Rep., 


IowA.—Rail Higher than Pavement. 


The elevation of street railway 
tracks 1 in. or 13 in. above the pave- 
ment does not in itself constitute negli- 
gence or present an issue for the jury. 
(McClosky vs. Iowa Railway & Light 

'Co., 200 Southwest Rep., 913.) 


Kentucky—Injury at Turnstile. 


At a loading station a railway com- 
pany had a series of turnstiles, through 
which intending passengers passed be- 
fore reaching the boarding platform. 
The turnstiles were kept locked, but 
were released when passengers paid 
their fares to an operator. The court 
held that the company had the right 
to maintain this system of collecting 
fares and that the operator could keep 
turnstile locked until he was reason- 
ably satisfied the fare had been paid. 
Hence, when the operator claimed a 
fare had dropped on the floor and a 
woman passenger nevertheless pushed 
against the turnstile with such force 
‘as to injure herself, she was guilty of 
contributory negligence. [South Cov- 
ington & C. Ry. vs. Elder, 266 South- 
west Rep., 1088.] 
MASSACHUSETTS.—Alighting Passenger 

Injured by Crowd Attempting to 
Board Car. 

Where a company should reasonably 

have expected that a crowd would at- 
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act in a manner dangerous to other 
passengers, it should take means to 
protect them, but the mere knowledge 
that a crowd would be present at a 
certain time and place and there was 
no showing of previous violent miscon- 
duct by such crowds, the company is 
not liable to injuries to an alighting 


passenger. (Dullea vs. Boston Ele- 
vated Railway, 146 Northeast Rep., 
237.) 

Mississippi. — Uninsulated Wire in 


Trees Near School. 


It is negligent for a company to 
place an uninsulated feed wire in the 
branches of trees adjoining a public 
school playground, where such trees 
are of such nature as to attract chil- 
dren to climb them. (Laurel Light & 
Ry. Co. vs. Jones, 102 Southern Rep., 1.) 


Missouri—Wife’s Negligence as Hus- 


band’s Chauffeur Chargeable to 
Him. 
A wife, acting as her husband’s 


chauffeur in taking him in his auto- 
mobile to a business appointment, was 
his servant, and her negligence, con- 
tributing to his injury, was chargeable 
to him. [Rose vs. Wells, 266 South- 
west Rep., 1015.] 


NEw JersEy—Injury from Center Door. 


A passenger entering a car at a sta- 
tion was injured when the center door 
of the car prematurely closed. There 
was evidence that an unauthorized per- 
son had pushed the button permitting 
the door to close. The trial court rul- 
ing in refusing to direct a verdict for 
the defendant and submitting the case 
to the jury was upheld. [McPherson 
vs. Hudson & M. R.R., 127 Atlantic 
Rep., 23.] 

New York.—Right of Way at Cross- 
ings. 

Priority in time of reaching an in- 
tersection of streets is only one of the 
elements which should be considered in 
determining the care to be exercised by 
a motorman in proceeding across a 
crossing. (Geyer vs. International Rail- 
way, 206 N. Y. Sup., 715.) 


Oun10.—Denial of Rehearing by Com- 
mission Without Taking Evidence 


Not Unreasonable — Control of 
Buses by Commission Constitu- 
tional. 
The Public Utilities Commission 
issued a certificate of public con- 


venience and necessity to a motor bus 
operator, according to law. Another 
common carrier filed a complaint, 
alleging misstatements had been made 
in the affidavit of the motor bus op- 
erator, upon which this certificate was 
based, but not controverting any of the 
material statements set forth in the 
affidavit. The commission overruled 
the complaint and denied a hearing, 
without taking evidence on the ques- 
tion of facts raised in the complaint, 
and its action was upheld. The statute 
requiring the commission to issue a 
certificate of public convenience and 


tempt to board a car and be likely to necessity to bus operators, who were in 
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good faith operating on the date of 
the filing of the act with the Secretary 
of State, is a valid constitutional enact- 
ment. (Cincinnati Traction Co. vs. 
Public Utilities Commission of Ohio et 
al., 146 Northeast Rep., 84.) 


PENNSYLVANIA. — Public Service Com- 
mission Cannot Annul Improvident 
Contract Unless It Affects Ad- 
versely the Welfare of Public. 


A street railway company agreed 
with a railroad company to pay half 
the expense of watchmen at their cross- 
ings, In case it should become necessary 
later to maintain such watchmen. With- 
out knowledge of this agreement, the 
Public Service Commission directed the 
railroad company to provide these 
watchmen. The court held that the 
right to annul a contract can be exer- 
cised only under the police power of 
the state, and unless itsappears that a 
contract in some way adversely affects 
the welfare of the public, the Legisla- 
ture cannot interfere. (Director Gen- 
eral of Railroads vs. West Penn Rys., 
126 Atlantic Rep., 767.) 


Trexas.—‘Proper Lookout” Defined. 


The law imposes on the motorman of 
a street car the duty to keep such a 
lookout for persons who might be on or 
near the track as an ordinary person 
engaged in a like or similar capacity 
would keep. Where the sole act of 
negligence of a motorman relied upon 
for a recovery is his failure to keep 
such a proper lookout, the charge of the 
court to the jury should explain what 
constitutes such a lookout. (Northern 
Texas Traction Co. vs. Jenkins, 266 
Southwest Rep., 175.) 


WASHINGTON.—A dvertisement 
toxicating Liquors. 

A contract for advertising brewery 
products, which provided for cancella- 
tion when prohibition laws went into 
effect, was effectually cancelled on the 
enactment of the laws and the adop- 
tion of the constitutional amendment 
in December, 1914, notwithstanding 
such legislation was not to be enforced 
until January, 1916. (Street Railways 
Advertising Co. vs. Olymp‘a Brewery 
Co., 230 Pacific Rep., 405.) 


WISCONSIN.—Street Railway Is “Rail- 
road” Within Statute Requiring 
Junior Railroads to Bear Costs of 
Crossing. 


A Wisconsin statute requires, when 
one railroad desires to cross another at 
grade, that the cost of installation and 
maintenance of the crossing must be 
borne by the junior railroad. Under 
this law the Wisconsin Railroad Com- 
mission required an electric railway to 
pay the entire cost of construction of a 
crossing of two steam railroads and 75 
per cent of its maintenance, the other 
25 per cent being apportioned to each 
of the steam railroads, the theory being 
that this cost of maintenance placed 
upon the steam railroads would be the 
same as the cost of maintenance of that 
section of track had no street car lines 
been built over the crossing. The elec- 
tric railway company appealed, but the 
commission’s decision was upheld by 
the Supreme Court. (Wisconsin Pub- 
lic Service Co. et al. vs. Railroad Com- 
mission et al., 201 Northwest Rep., 
977.) 


of In- 
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E. S. Fitz Succeeds B. T. Longino 
at Beaumont 


E. S. Fitz has replaced B. T. Longino 
as general superintendent of the East- 
ern Texas Electric Company, Beaumont, 
Tex., who resigned to enter business for 
himself in Florida. Mr. Fitz’s actual 
business connections began with Stone 
& Webster in 1911, with the Blackstone 
Gas & Electric Company of Pawtucket, 
R. I., where he was employed 2 years as 
a student in the meter department. He 
stayed with the company until 1917. In 
that year he entered the U.S. Army air 
service. Following his return from 
abroad he went to the Houghton Elec- 
tric Light Company and Houghton 
County Traction Company, Houghton, 
Mich., as electrical engineer. He re- 
mained with this property until 1923. 

From the Houghton County property 
he was transferred to the Betterment 
Division of Stone & Webster, where he 
gained an even wider experience in the 
public utility field. During this con- 
nection a few months of this time were 
spent in Jamaica, W. I., making a study 
of power units. Six months were spent 
in Terre Haute, Ind., and two months in 
Boston doing preliminary work on the 
starting of new power stations. Mr. 
Fitz was graduated as an electrical 
engineer from Brown University, Provi- 
dence, R. I. His electrical education 
began while in high school and con- 
tinued in his spare time and during the 
summer preceding his final year at 
Brown when he accepted assignment 
for Stone & Webster. 


W. H. Goodenough has recently been 
advanced from the position of master 
mechanic of the Ohio Public Service 
Company, Mansfield, Ohio, to that of 
general superintendent. In this capac- 
ity he succeeds H. A. Cowgill. In 1918 
he had been transferred from Toledo to 
Mansfield as master mechanic. In 
Toledo he had held various positions in 
the mechanical department of the com- 
pany since 1910. 


H. <A. Cowgill, formerly general 
superintendent of the Ohio Public Serv- 
ice Company, Mansfield, Ohio, has gone 
to Port Clinton as vice-president and 
general manager of the Northwestern 
Ohio Railway & Power Company. This 
property came under control of Henry 
L. Doherty & Company last summer 
and is now part of the Ohio Public 
Service group through a purchase from 
the General Gas & Electric Corporation. 
Mr. Cowgill was superintendent at 
Mansfield for 6 years. 


W. H. McIntyre general manager of 
the Ottawa Car Works, Ottawa, Canada, 
has been elected vice-president of that 
concern in succession to the late W. Y. 
Soper. Mr. McIntyre entered business 
in 1891 with the old Standard Electric 
Company and has worked himself up 
from the ranks in both the Ottawa 
Electric and Ottawa Gas Companies, 
until in 1918 he became assistant gen- 
eral manager of both companies. In 


1920 he was appointed assistant gen- 
eral manager of the Ottawa Car Works, 
later being made general manager, and 
then being promoted to his present 
position. In addition to his work with 
the Ottawa Car Company, Mr. McIntyre 
is vice-president of the Auditorium, 
Ltd., vice-president of the Ottawa Arti- 
ficial Ice Company, president of the 
Ottawa Auto Dealers’ Association, and 
a director of the Ottawa Motor Club. 


Alex. M. Lindsay, Montreal Official, 
Had Wide Experience 


Alex. M. Lindsay, whose appointment’ 


as superintendent of rolling stock of 
the Montreal Tramways, Montreal, 
Que., was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of Feb. 21, 
1925, entered the service of the Mont- 
real Tramways in the summer of 1908. 
From that time until 1912 he was as- 
sistant to D. E. Blair, superintendent 


A. M. Lindsay 


of rolling stock, who was recently pro- 
moted to be general superintendent. 

Mr. Lindsay was born in Waimate, 
N. Z., in 1883. He was educated at the 
public and high schools and served part 
of his apprenticeship in mechanical 
engineering at Southland Engineering 
Works, Invercargill, N. Z. His time 
was completed at John Brown & Com- 
pany’s works at Clydebank, Scotland. 
Here he worked on the first large tur- 
bine installation on the Carmania and 
Mauretania. He spent some time at 
sea and went to Canada in 1905. His 
electrical education was started imme- 
diately and 4 years later he was grad- 
uated at McGill University. 

In the year 1912, after he had served 
under Mr. Blair, he was chief inspector 
at the Canadian Steel Foundries on 
trackwork and general railway equip- 
ment, For the next 3 years he was 
general manager of the Record 
Foundry & Machine Company in the 
shell department in Moncton, N. B. His 
next post was factory manager of the 
National Acme Company, Montreal. His 
last affiliation, extending from 1923 to 
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1924, before his return to the Montreal 
Tramways, was with the J. T. Donald 
Company, Montreal, in charge of the 
inspection department. 

The promotions of Messrs. Thornton 
and Blair were also referred to in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Feb. 21. 


Change in Titles at Pittsburgh 


F. R. Phillips, mechanical and elec- 
trical engineer of the Pittsburgh Rail- 
ways, Pittsburgh, Pa., has been ap- 
pointed general manager in charge of 
maintenance and operation, effective 
Marchi. W.T. Rossell, superintendent, 
has been appointed general superintend- 
ent in charge of maintenance. Their 
headquarters will be at the central 
office building, Pittsburgh. Oscar Will- 
iams has been appointed superintendent 
of way, with headquarters at the Man- 
chester office. 


C. W. Gifford, vice-president, general 
manager and purchasing agent of the 
Plymouth & Brockton Street Railway, 
Brockton, Mass., resigned to become 
general superintendent of the Gary, 
Street Railway, Gary, Ind. Mr. 
Gifford started with the Bay State 
Street Railway in 1910 as a con- 
ductor. He then served as night fore- 
man, dispatcher, day foreman and 
traveling inspector. Later he worked 
as efficiency and service man under 
Hiram Sparks, transportation manager. 
In 1919 he was appointed general 
manager of the Plymouth & Brockton 
Street Railway. In July, 19238, he 
was made vice-president of the prop- 
erty. The railway at Gary with which 
Mr. Gifford will become identified op- 
erates 29 miles of track in Gary, Ham- 
mond and East Chicago, Ind. 


A. W. Baker has been appointed as- 
sistant to G. C. Hecker, special engi- 
neer of the American Electric Railway 
Association. The need for an assist- 
ant to Mr. Hecker with the qualifica- 
tions possessed by Mr. Baker has long 
been apparent. In his new work Mr. 
Baker will relieve Mr. Hecker of a 
considerable amount of detail. Among 
other things, Mr. Baker will take charge 
of the question box department run 
monthly in Aera, will edit parts of the 
engineering manual of the association 
and will assist at committee meetings. 
For all of this work Mr. Baker, al- 
though a very young man, is well 
qualified. He has behind him the rec- 
ommendation of the head of the English 
department of the Polytechnic Insti- 


tute of Brooklyn and has a short but | 
adequate experience in the application | 
of engineering knowledge which fol- — 


lowed his work at the Brooklyn college, 
from which he was graduated in June, 


1924, with the degree of electrical engi- | 


neer. Before he was graduated from 
the Polytechnic Institute but after he 
was graduated from the scientific 
course of the Brooklyn High School Mr. 
Baker was connected with the research 
department of the Western Electric 
Company. After he was graduated 
from college Mr. Baker enrolled in the 
student course of the Westinghouse 
company at East Pittsburgh. There he 
assisted in the locomotive erecting, 
plant and in the railway section of the 
engineering department. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Standard Contract Form Adopted 
for Engineering Construction 


A standard form of contract for sug- 
gested use in engineering construction 
was agreed upon by the Joint Confer- 
ence on Standard Construction Con- 
tracts held in New York on Feb. 25. 
Copies will be issued to the organiza- 
tions composing the conference and to 
allied associations within a few weeks. 

Owing to the varying conditions 
necessarily involved in work in the 
engineering field, it is not expected 
that it will always be possible to use 
the standard contract without changes, 
but the idea in drafting this document 
has been to embody certain funda- 
mental principles, based upon the best 
existing practice and the ideal toward 
which the professions involved and the 
contractors are aiming. 

Representatives of the joint confer- 
ence at the New York session met with 
legal representatives of the American 
Arbitration Society and of the Cham- 
ber of Commerce of New York State 
to redraft the suggested arbitration 
clause. This was the only point that 
had remained undecided after a pre- 
vious conference in Washington, when 
the building construction standard 
contract form was adopted and ma- 
terial progress on the engineering con- 
tract was made. As redrafted, the 
arbitration clause lays down a recom- 
mended practice as to arbitration pro- 
cedure. 

It is expected that organizations in- 
terested will from time to time propose 
modifications of the engineering stand- 
ard contract, the understanding being 
that the document as it stands now is 
_ subject to future revision. 


Another Big Garage for 
Boston Elevated 


One of the largest unobstructed 
floor spaces for garage purposes in the 
New England States, if not east of the 
Mississippi, is at the new Forest Hills 
garage of the Boston Elevated Rail- 
way, Boston, Mass. There is space 
for 42 buses. This garage, with future 
additions for growth, will take care of 
the buses in the southern portion of 
the city. In order to take care of the 
buses in Somerville and Medford it is 
planned to build a similar unit at 
Salem Street, Medford. 

The dimensions of the Forest Hills 
building are 151 ft. x 125 ft., 14 ft. 6 
in. high from the floor to the under 
side of the trusses, with the trusses 
15 ft. high at the center of the build- 
ing. The roof trusses have a span of 
150 ft. 

A two-story portion comprises stock 
room, welding room, wash and locker 
rooms, adjoining the garage, 22 ft. by 
103 ft. in area and 18 ft. in height. 
Driveways are provided so that the 


operation is carried on in a definite 


direction by means of large entrance 
and side doors. The buses are stored 
across the garage, between the doors, 
ready at all times for service. In order 
to eliminate danger from fire provision 
is made by an island in the driveway 
for the proper filling of gasoline for 
the buses, rather than inside the build- 
ing. 

The building is of fireproof construc- 
tion throughout, with facilities for 
light repairs and inspection, proper 
washing and filling of buses. There 
are proper washing and toilet facili- 
ties as well as shower baths and a 
smoking room. 


American Brake Shoe & Foundry 
Extends Operations 


The annual report of the American 
Brake Shoe & Foundry Company, New 
York, issued on March 1, recites the 
purchase by the company during 1924 
of the National Car Wheel Company, 
which has since been consolidated with 
the Southern Car Wheel Company un- 


October last year, but beginning. with 
the latter month there was a distinct 
increase in sales. The net profits of the 
company for 1924 were $2,454,904. 
These compare with $2,727,097 reported 
in 1923. After reserves for dividends 
of subsidiary companies and preferred 
dividends, the company reported a bal- 
ance equal to $11.46 a share earned on 
the 154,918 shares of no par value 
common stock, against $13.35 in 1923. 

The consolidated statement of earn- 
ings for 1924 and 1923 follows: 


1924 1923 
PINGUSINCOMES ved scene ches $2,454,904 $2,727,097 
Subsidiary companies’ 
aividends his oc 11,617 113 
Preferred dividends. . 667,695 667,694 
Common dividends... 789,598 792,083 
Surplus ........ $985,994 $1,267,207 


*After depreciation and estimated Fed- 
eral taxes. 


Burned Long Island Railroad 
Shop to Be Rebuilt 


Plans are under way for the con- 
struction of new buildings to replace 
those destroyed in a fire of unknown 
origin which started in the pipe fitting 
department of the Long Island Rail- 
road’s shop at Morris Park, L. L., early 
on March 2. It spread to adjacent de- 
partments, which include the section 
used for the repair of air brakes, the 
tin shop, wood mill, upholstering shop, 
cabinet shop, dipping room, wheel shop, 
armature room and department of elec- 


All That Remained of the Long Island Railroad Shops After the Fire 


der the name of the latter corporation 
as one of the subsidiaries of the Amer- 
ican Brake Shoe & Foundry Company. 
Another subsidiary, the Ramapo Ajax 
Company, has acquired the plants of 
the Eliot Frog & Crossing Company at 
St. Louis and Pueblo. The patent 
rights, tools and machinery of the 
Pittsburgh Brake Shoe Company were 
also purchased during 1924 to aid the 
company in the development of a com- 
posite brake shoe. Experimental work 
with this shoe is being conducted. 
Business fell off between May and 


trical repairs. In the buildings destroyed 
repairs to the electrical equipment were 
carried out. The estimated loss in 
machinery and equipment is $500,000. 
The truck overhauling shop, inspection 
shop for electric rolling stock and the 
paint shop were not damaged. No roll- 
ing stock was burned. 

In order to carry on the work of the 
departments which were destroyed, a 
section of the paint shop has been 
cleared out and equipment is being in- 
stalled to take care of all the bench 
work. A section of the shop of the 
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Columbia Machine Works has_ been 
taken over by the railroad and the com- 
pany’s men will carry out armature 
winding, coil winding and repairs to 
electrical equipment there. 

The new buildings will include a 
modern layout with solid concrete build- 
ing. The latest type of equipment for 
repairing rolling stock will be installed 
in the new building. 


Metal, Coal and Material Prices 
Metals—New York March 3, 1925 


ones: electrolytic, cents per ID aoneenne 14.60 
923 wire pee cents perlb............ 16 75 
oP Conte per lOc. ..sscbcons eae 8.975 
Zine, cents per lb... os on 9 cag epee (£37 ]5) 
Tin, Straits, centsperlb................ 55.30 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 
Roads, gross tons.<.-. 40522 t eens $4.325 
Somerset mine run, Boston, net tons...... 2.05 
Pittsburgh mine run, Pittsburgh, net tons 1.95 
Franklin, Ill., screenings, Chicago, net tons 1.925 
Central, T., screenings, Chicago, net tons 1.875 
Kansas screenings, Kansas City, net tons 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 
13000 fti5 5. So eae ee $7.00 
Weatherproof wire base, N.Y.,cents per Ib. 19.50 
Cement, Chicago net prices, or bags 2.20 
_ Linseed ‘oil (5-Ib. lots), N. Y., eal. re $1.18 
White lead in oil (100-Ib. te = Y=; 
cents per lb., carload lots..... 0.1272 
Turpentine (bbl. lots), N.Y., per’ al. 0.94 


Money Needed for Construction 


According to John Griffith, superin- 
tendent of public works, reconstruction 
of the Eureka Municipal Railway, 
Eureka, Cal., will have to be stopped 
unless a bond issue is authorized. 
All the rails that have been purchased 
with the proceeds of the last bond issue 
have not been laid, there are no new 
rails available for J Street, because at 
first there had been no inkling that 
J Street was to be paved, and with 
the laying of high T-rails on E Street 
and A Street the ability of the com- 
pany to proceed further without more 
money will be exhausted. Another 
bond issue must be ready to provide 
money with which to complete the last 
24 miles of rails, purchased under the 
$100,000 bond issue voted by the people 
more than a year ago. From the 
$100,000 appropriation approximately 
$65,000 was spent for. rails and other 
materials, leaving $35,000 with which 
to perform the repairs. Of this latter 
sum only $15,000 now remains. The 
calling of a second bond election for 
the purpose of raising the $50,000 or 
$60,000 necessary has been suggested. 


American and German 
Manufacturers to Co-operate 


The Westinghouse and the Siemens 
& Halske electrical interests have en- 
tered into a 10-year “patent, experi- 
ence and practice” agreement whereby 
the American and German concerns 
will benefit mutually from the research, 
inventive genius and electrical methods 
of. each other. 


Rolling Stock 


Los Angeles Railway, Los Angeles, 
Cal, is working on changes in motor 
equipment in a number of types of 
cars. The installation of four motors 
in place of the original two motors on 
the first 75 multiple-unit type cars is 


practically completed. These cars will 
then be interchangeable for train serv- 
-ce with the other cars of types H and 
K of the company, of which the com- 
pany has now 326. Sixteen type 
F multiple-unit cars are now going 
through the shops for changes in brake 
equipment. They are be.ng changed 
from outside to inside hung type brakes 
and are having the motor armatures 
dipped and baked. Although these cars 
have four motors, they usually are 
operated independent of the other four- 
motor cars due to a different motor 
capacity. The first of 82 type B cars 
to be changed from two-motor to four- 
motor equipment is now in the shop. 


Duluth Street Railway, Duluth, Minn., 
has announced specifications on five new 
cars. The details follow: 


Date order was placed....September, 1924 
Date of delivery ........ *..February, 1925 
Builder of car body......... Light Weight 
Noiseless Electric Street Car Company 
Ty per On Lear we sijelo One-man, double-truck 
passenger 

Seating capacity 


Notaleweishe se sieieie >.> 22,000 to 24,000 ee 
Bolster centers, (itt eG: 

Length over all 35 ft. 104 i 
Truck wheelbase 2 fC PSG Seine 
Wild tho envallllerrhers 0s oi-sscnssrate Orfttis OF eine 
Height, rail to trolley base...10ft. 54 in. 
ISTO NARS Sets i.c/ 0-4 Ov ERENCE Oe OC e Oct) Steel 
Interior. trimer. Philippine mahogany 
Hea dlinine aye cccaeisrtes sss. tsa evel caehe Agasote 
PROOLOrteratienaimerastoleltiehs ta... ss" inv oun hatetetaee.« Arch 
Air brakes) ccc. General Electric CP-25 
ATMAtCULG] WDEREINES bic... . leeks ouetepevale erectile Ball 
ASG eee cnte MMenee: oc ea sauatsas Center bored 
IBID CLS iy seretelerates cisco. Oak with steel plate 
Car Wie nals VStENA ies .as «6+ oe ereseusyeiche Electric 
(CEy comp abartenthy tech 5 6.5 CREO RA ROCIO Bronze 
Controles.2 cscs teres: General Hlectric K-28 
Destinatlomsslens rene eis <2 5.< eects ateucre Hunter 
Door operating mechanism............/ Air 
INANCM DOMES | a erichetrtels eae ie wieveiesenass -Cleveland 
WiheelSuarasie er eeie. ais. Local standard 
HI CALCES rae sircestale cieksis ores os ax hral steel ere Electric 
Hea dhehtsmraver ceteate ik satis secs Golden Glow 
JOUrNAl. DEATINISS sie base oe ow ns Hyatt roller 
MOtOES cic aiene Four General Electric 258, 


inside hung 
Sash fimGures er. seems oasis ntcce ace eaters Twin City 
Seats. en ee utetere Cross and longitud‘nal 
Seating. material...Rattan—spring cushion 


Springs... .... Combination coil and elliptic 
Step mitered dsrseina ene heures ee Twin City 
Trolley "catchers! es. -v-re0.7=-+ Knutson No. 5 
WIPMCKS ar ainmicerora wees Ws Js Smith Now 12 
WANG CIS Wiss seater tens sustete eae) = 26-in. rolled. steel 


monictas Simplex safety system 


Lake Superior District Power Com- 
pany, Ashland, Wis., plans to purchase 
one new car. 


York Utilities Company, Sanford, Me., 
has ordered two new buses for use be- 
tween Sanford and Biddeford when the 
commission authorizes such service. 


Track and Line 


Lake Superior District Power Com- 
pany, Ashland, Wis., plans to spend 
approximately $25,000 on track and 
ofher improvements at Hurley, Wis., 
and Ironweod, Mich. 


Wisconsin Public Service Corporation, 
Green Bay, Wis., plans to spend $100,- 
090 improving its city property and 
$6,000 on its interurban property. 

City of Ashtabula, Division of Street 
Railways, Ashtabula, Ohio, has plans 
under way for an extension of its line 
into the Bunker Hill residence section, 
a suburb. Material has been purchased 
for the new line and work will be 
started as soon as the supplies arrive. 

Pacific Electric Railway, Los Angeles, 
Cal., plans to spend some $10,500,000 
for new equipment and development 
in southern California during 1925. 


Shops and Buildings 


New York, N. Y.—The Board of 
Transportation recommended recently 
to the Board of Estimate and Appor- 
tionment the award of the contract for 
the construction of. the foundations for 
the main repair shops of the Brooklyn- 
Manhattan Transit Corporation at the 
Coney Island yards to John H. Duncan, 
Inc. The bid price was $534,702. It 
was the lowest of seventeen bids re- 
ceived on Feb. 13. 


Trade Notes 


Carl P. Nachod has been awarded by 
the Franklin Institute of Philadelphia, 
Pa., through its committee on science 
and the arts, its Edward Longstreth 
medal for ingenuity, novelty of design 
and general excellence of construction 
as embodied in his system of signals 
for electric railways. 


Morton Manufacturing Company, 
Chicago, IIl., announces the appoint- 
ment of the Crowe-Matthews Company, 
with offices at 212 Douglas Building, 
Seattle, Wash., and 1177 Dock Street, 
Tacoma, Wash., as its exclusive and 
direct representative covering the sale 
of its Acme line of railway appliances 
in the Northwest. 


Okonite Company, Passaic, N. J., 
manufacturer of insulated wires and 
cables, has opened a sales office in St. 
Louis at 444 Frisco Building, with L. R. 
Mann in charge. 


Gibb Welding Machine Company, Bay 
City, Mich., successor to the Gibb In- 
strument Company, manufacturer of 
electric welding equipment, announces 
the appointment of the Welding’ Service 
& Sales Company, Donovan Building, 
Detroit, T. M. Butler, manager, as 
agent in the Detroit territory for its 
arc, spot and seam welding machines. 

Michigan Eleciric Railway, Jackson, 
Mich., has ordered Economy meters 
with inspection dials to equip all of its 
cars. This includes freight and pas- 
senger interurban equipment and also 
the city cars in Jackson, Lansing, 
Kalamazoo and Battle Creek. 


New Advertising Literature 


Vielé, Blackwell & Buck, New York, 
N. Y., United States representative of — 
Mannesmann Rohren-Werke, has issued 
bulletin No. 12 on “Weldless Steel 
Poles.” The pamphlet lists 15 advan- 
tages of Mannesmann steel poles. 


Irving Iron Works Company, Long i 


Island City, N. Y., has issued a catalog — 
4A-166 on open steel flooring. 


Wagner Electric Corporation, St. 


Louis, Mo., has issued Bulletin No. 143 _ 


describing Wagner fans and to sell 


them. 

Nichols-Lintern Company, Cleveland, 
Ohio, has issued “Ventilator Tests,” a 
28-vage pocket size booklet which de- — 
scribes N-L bus and railway ventilators 
by illustrations and dimensional draw- 
ings, together with actual service tests | 
of the exhaust capacity of each type ~ 
ventilator at various speeds. 
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Pi bores 


; Car Type x-1582 Car Type X-1556 Car Type X-1532 


“Winner” Seats for every class Electric Railway Service 


The nee line of Brill Seats includes a type for 

every Class transportation service, and whether for elec- 

tric or steam railroad cars or buses the development of 

each type was actuated by the demand for maximum 

baie riding comfort. Light-weight steel pedestal supports, 

a -_ substantial frame work and upholstery of rattan, plush, 
imitation or genuine leather, are used. A wide range 
of seats affords an opportunity for selection of the one 
ae : best suited to your service requirements. 
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THE J,G, BRILL COMPANY 


AMERICAN Gar ace — G.C.KuHtmAN Car Co, — Wason Manrc Co. 
j A + CLEVELAND, OHIO, SPRINGFIELO, MASS. 


Brill Bus Seats—Comfortable and Luxurious 


Bus Type X-2001 ’ “Cumfit” Bus Type Bus Type X-2019 
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Philadelphia leads 


in gas-electric drive for buses 


HOLE-HEARTED acceptance of 

\ \ | the gas-electric bus was marked by 

the Philadelphia Rural Transit 
Company’s recent order for 200. 


This is the largest individual bus order ever 
placed. General Electric will furnish the 
electrical equipment. 


The General Electric Company has made a 
series of developments in gas-electric drive for 
buses, the first one in 1905. This work during 
these 20 years has culminated in a system of 
gas-electric drive which has advantages over 
mechanical drive both in comfort and safety 
to passengers, and in lower operating cost. 


GENERALELECTRIC 


GENERAL ELECTRIC , SCHENECTADY, NEW YORK 


